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The Value of Personal Contact 


| our last week’s issue, we described the procedure now 
adopted by the Railway Executive and the British Trans- 
port Commission in the consideration of proposals for new 
works, and we commented on the “ apparent relative simplicity 
and directness under the new set-up.” We used the word 
“appareat ” after due consideration, because we appreciated 
that, in matters of this kind, account had to be taken of 
considerations other than the formal line of progress of the 
project. One of these considerations is the personal contact. 
which was so valuable a feature of the old railway companies’ 
system, between the officers and the board. Before the end 
of last year, any questions which arose as to a proposal put 
forward by the General Manager could be resolved in conver- 
sation between him and the board, or between him and the 
officers directly concerned. The present organisation is so large 
and so complex that this personal relationship has been super- 
seded very largely by voluminous correspondence. Any ques- 
tions which arise at the Commission level when a proposal is 
dealt with, are remitted to the Railway Executive in writing, 
and the Executive in turn is inclined to have recourse to this 
form of procedure in dealing with officers in the Regions. 
The loss of the personal touch is not the least regrettable of 
the casualties under nationalisation. 


« * * * 


Mr. T. W. Royle 

Within the next few weeks, Mr. T. W. Royle will sever a 
connection with the railways which he has maintained with 
increasing influence and popularity for half a century. He 
joined the Lancashire & Yorkshire Railway in 1898. and his 
subsequent career is the subject of a biographical note else- 
where in this issue. When the Railway Executive. with its 
organisation in regions, was established at the beginning of this 
year, Mr. Royle, who had been a Vice-President of the 
L.M.S.R. since August, 1944, was appointed Deputy Chief 
Regional Officer, and it is that office which he 1s relinquishing 
on his retirement from the railway service. During the current 
year Mr. Royle also is holding office as President of the 
Institute of Transport, in the proceedings of which he has 
shown a deep and lively interest. During his long association 
with railways in this country Mr. Royle, whose activities have 
been devoted primarily to the operational side of the industry, 
has seen many changes, and no doubt he will agree with many 
that not all of them have been for the better from the points 
of view either of railwaymen. passengers, or traders, or the 
most efficient conduct of the industry in which he has risen 
to high office. He will carry the good wishes of many fnends 
inside and outside the railways in his retirement. 


* * * * 


Problem of C.I.E. Operating Losses 

Continued losses on working the services of Coras lompair 
Eireann (the Irish Transport Company) led to a special meeting 
of the common stockholders being convened on June 25 to 
hear a statement from the Hon. W. E. Wylie. K.C.. represeni- 
ing the stockholders’ directors, on the representations that 
have been made to the Eire Minister for Industry & Com- 
merce regarding the position. Mr. Wylie, whose speech is 
reported elsewhere, dwelt on the conflicting claims of service 
to the public and remuneration for the stockholders. If the 
two were to be harmonised, it would be necessary to free the 
system from its present inability to increase rates and fares. 
Otherwise, a reduction of services and facilities would be 
necessary in the stockholders’ interests, since the private capital 
invested in the company was entitled to a fair return. On the 
question of rising costs. Mr. Wylie said he had to balance his 
approval as a citizen of measures ensuring improvement of 
wages and conditions for the staff, with his duty as a Director 
charged with the stockholders’ interests. He quoted a sig- 
nificant passage from a memorandum sent by the directors 
last April to the Minister, in which it was stated that there 
was no middle course to ensure both a full public service at 
present charges and a return for private capital; and that they 
were forced regretfully to the conclusion that the combination 
of public policy and private profit-earning capital could not 
succeed. At the time Mr. Wylie spoke, no indication of when 
the Government would review the transport situation in Fire 
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as a whole had been given, but on June 30 the Minister for 
Finance announced that it was proposed to invite Sir James 
Milne, formerly General Manager of the Great Western Rail- 
way, to undertake an inquiry “ almost immediately.” 


* * * * 


Transport Secretariat for Argentina 

An unexpected and far-reaching development in the Argen 
tine transport picture has been the creation by Decree of a 
Transport Secretariat, which will, in common with other 
recently-created Secretariats, rank equally in scope and import- 
ance with the Ministries provided for by the Argentine Con- 
stitution. In the preamble to the Decree, which bears the sig- 
nature of the President and all his Ministers, it is staied that 
“the progress and development of national transport and the 
carrying into effect of the Government’s plans for recuperation 
of public services make necessary the centralisation of all 
transport activities, as also their rationalisation in all technical, 
economical and financial aspects. It is therefore abso- 
lutely necessary that such centralisation should embrace all 
forms of transport, whether by road, rail, river, sea or air. 
with the sole exception of that of a purely local nature.” The 
Transport Secretariat will be responsible for the running of all 
railways owned by the Nation; transport co-ordination, con- 
trol, and development, and all functions at present apper- 
taining to the National Transport Board. This board will be 
merged at once with the Transport Secretariat, as will the 
State Railways, the Special Railway Committee (see our April 
16 and 30 issues), the Co-ordination of Transport Committee 
(see our Avril 23 issue), the National Merchant Marine Board, 
and the Board of Commercial Aeronautics. The new Secretary 
of Transport. Lt.-Colonel Juan F. Castro, is an Army Officer 
with a distinguished military career, who has been given a seat 
already on the National Economic Council. 


* * * * 


Overseas Railway Traffics 

Both the C.N.R. and the C.P.R. recorded higher gross earnings 
but a reduced net result in May. The Canadian National total 
for the month was £10,286.250, an increase of £647,750, but 
the operating expenses of £9,349,000 were up by £786,500 
resulting in the net earnings being £138,750 lower. On the 
Canadian Pacific the net decrease was £89,500, expenses having 
risen by £449,500 and gross receipts by £360,000. The 
aggregate net results of both companies for the five months are 
lower than in the preceding year, by £1,025,000 on the C.N.R. 
and £177,250 on the C.P.R.. although both systems improved 
their gross totals. For the 51 weeks and 5 days to June 26. 
Central Uruguay aggregate receipts were £1,930,198, an_in- 
crease of £8,224. Weekly receipts have been falling since the 
week ended June 5, successive decreases of £9,068, £7,261. 
and £6,000 having been recorded. The downward trend has 
continued also on the Leopoldina, which lost £33,747 in the 
fortnight ended June 26, and at that date showed an aggregate 
result of £1,325,679, which was £312,438 behind the preceding 
year. On the Gold Coast the month of May brought an 
increase in receipts of £61.996, contributing to an aggregate 
gain for the first nine weeks of the current financial year of 
£122,632. 


* * * * 


Chester Convention of the Permanent Way Institution 


The first annual summer convention of the Permanent Way 
Institution to be held since railway nationalisation. has taken 
place during the past week, with headquarters at Chester. 
Visits have been paid to many points of interest in the Wirral 
Peninsula, Liverpool, and North Wales, and brief details are 
given elsewhere in this issue. The proceedings were under 
the presidency of Mr. J. Taylor Thompson, M.C., M.I.C.E.. 
Civil Engineer of the North Eastern Region, British Railways, 
and proved both successful and instructive. The support given 
to the Institution in past years by the British railway com- 
panies was continued by the Railway Executive, both in the 
form of granting travel and visit facilities, and also by the 
presence of Mr. J. C. L. Train. The arrangements were made 
by a Convention Committee of the Manchester & Liverpool 
and the North Wales Sections of the Institution, and no small 
part of the enjoyment of the Convention was due to the care 
with which every detail had been planned. As is customary, 
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the programme was a nice mixture of the social and the tech- 
nical, to suit the presence of the ladies and the needs of those 
members whose enthusiasm for their work impels them to 
make the Convention a part of their holiday. Incidentally. 
the extent of the Institution’s activities throughout the British 
Commonwealth was exemplified by the presence of delegates 
from Ireland and India, and by the proposal to form a new 
section for Western Pakistan. 


* * ~ * 


Extended B.E.T.R.O. Service 

Three years ago B.E.T.R.O. was founded to provide an in- 
strument for market research abroad, and that there is a need 
for such an organisation is very apparent today, when there 
is every indication that overseas buyers no longer are prepared 
to accept goods in quantity without regard having been paid 
to their particular needs. At the annual luncheon of 
B.E.T.R.O. on June 30, the President of the Board of Trade, 
Mr. J. H. Wilson, expressed disappointment that so many 
firms had not availed themselves of these services, probably 
due to complacency brought about by the ease with which 
hitherto they had been able to sell their products. The export 
salesman now is coming into the front of the picture, just as 
much as the producer has been in the forefront during the 
past year, and he has his work cut out, particularly in this 
period of import restrictions. The salesman will find his work 
frustrated unless his firm directs its attention to producing 
what the market needs. There must be many firms today who 
are wondering what they can do to establish themselves in 
some new markets, and for this reason Mr. Wilson welcomed 
the recent decision of B.E.T.R.O. to place its services at the 
disposal of British industry as a whole, instead of to member 
firms only. 

* * * * 


* Queen of Scots’? Pullman Service Resumed 


Last Monday, July 5, the * Queen of Scots” weekday Pull- 
man service to and from Glasgow was made available for the 
first time since September 2, 1939. This service, which was 
very popular before the war, consists of two Pullman trains, 
one leaving Kings Cross at 11.30 a.m., arriving Glasgow Queen 
Street at 9.22 p.m., and the other leaving Glasgow at 10.15 a.m. 
ind arriving Kings Cross at 8.10 p.m. Stons are made‘at Leeds 
Central, Harrogate, Darlington, Newcastle Central, and Edin- 
burgh Waverley, and the non-stop run between London and 
Leeds is faster by 10 min. than the “ Yorkshire Pullman ” 
time. Each train is made up of ten Pullman cars, eight in the 
Glasgow and two in the Leeds portion, and these ten cars, 
which were running in the same service before the war, recently 
have been completely renovated. Both trains are equipped with 
public address systems, and a further service recently has been 
started by the Pullman Car Comnany, whereby passengers, 
while on the train. can book hire service cars to meet them 
on their arrival at Kings Cross. This arrangement already is 
in operation on the “Yorkshire Pullman” and “Golden 
Arrow” services and is proving a valuable time saver. Further 
reference to these inaugural runs is made in our news pages 
this week. 

* * * * 


Pennsylvania Fast Freight Engines 


Since the experimental 6-4-4-6 passenger engine with four 
outside cylinders, each pair driving two sets of coupled wheels 
independently, was completed at Altoona, U.S.A., in 1939, the 
type has seen further development in the completion of a 4-4-4-4 
passenger engine for the Pennsylvania Railroad in 1942, and 
designated “T1” class. The first of the Pennsylvania “ Q2” 
class, 4-4-6-4 fast freight engines, followed in 1944, and was 
very similar in general design to the Class “Tl” engines. One 
of the “Q2” class subsequently distinguished itself by develop- 
ing 7,987 ih.p. at 240 r.p.m. on the test plant at Altoona, and 
we publish elsewhere in this issue the first of two articles 
on tests carried out with these engines, at various speeds and 
rates of admission. These fast freight engines have boilers 
especially notable for their size and for their large grate area, 
a combined heating surface of 9,655 sq. ft. is provided, and 
a grate area of 121-7 sq. ft. The two leading cylinders, which 
drive the four-coupled wheels, are 19} in. by 28 in., and the 
two rear cylinders, driving the six-coupled wheels, are 234 in. 
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by 29 in.; the maximum tractive effort with booster is 115,800 lb. 


at 85 per cent. boiler pressure, and with a weight of 393,000 Ib. 
on the coupled axles, the adhesive factor is 3-9. 


* * * * 


South African Oil-Firing Experiment Abandoned 

An example of conversion to oil firing for steam locomotives 
that had an even shorter life than the recent similar project 
in this country is quoted in the June issue of South African 
Railway News. In this case, the reason for conversion was 
not to save coal, with which South Africa is abundantly sup- 
plied, but to test the effect of oil firing on reducing fires in the 
Natal cane belt caused by sparks from locomotives. The 
experiment owed its inception to the interest taken in South 
Africa in the British conversions, and the adaptation of a 
Class “14R” locomotive was undertaken after information 
had been secured from the North British Locomotive Co. Ltd. 
During tests with the locomotive, however, it was found that 
the fireboxes on South African Railways locomotives are un- 
suitable for burning oil at present, and could be converted 
only at a prohibitive cost. It was calculated that if all the 
locomotives on the North Coast line were converted, the cost 
of the oil would increase operating costs by approximately 200 
per cent., and probably would far exceed the amount paid out 
at present in fire claims. At the same time there was no reason 
to assume that oil-fired locomotives would be safer than those 
burning coal, and at present research work is being concen- 
trated on reducing the risk of fire from coal-burning locomo- 
tives. 

* * * * 


Railway Catering and Hotels 


HE recent appointment of the Hotels Executive under the 
British Transport Commission marked the beginning of a 
considerable change in the catering, restaurant car and hotels 
policy of British Railways. Before State ownership was im- 
posed on the railways on January 1, 1948, each of the railway 
companies owned and operated hotels, refreshment rooms and 
restaurant cars. As from July 1 these services came under 
the control of the Hotels Executive and thus are now divorced 
from the Railway Executive, notwithstanding the intimate 
connection between catering and the other branches of the 
railway services. 

Because of the interest which attaches to future catering and 
hotel policy in this country, recently we sent a questionnaire 
to a number of important overseas railways. This question- 
naire and the answers received, which were gratifyingly compre- 
hensive in detail, are given elsewhere in this issue. 

The information supplied, which covers railways in many 
parts of the world, provides a good cross-section of railway 
catering experience and practice. It will be seen that there is a 
considerable variation in several respects. As regards hotels, 
for example, practice varies widely. Both the Canadian 
National Railways and the Canadian Pacific Railway own and 
operate hotels as also does one of the Indian railways. In the 
United States, of the nine railways which replied to the ques- 
tionnaire, only two own hotels, and they are operated under 
contract by an outside organisation. There is no railway 
station in Argentina having an hotel as an annexe and there 
are no railway hotels in the Union of South Africa or in 
Uruguay. In Australia no hotels are operated by any of the 
railways, but some of the railways provide either public bed- 
room accommodation at public refreshment rooms or at guest 
houses. 

Some interesting figures are given relating to the prices of 
meals served in buffets, restaurant cars, and Pullmans. and in a 
number of cases it is c'ear that the catering services are pro- 
vided at a loss. In France, Switzerland, and Spain the cater- 
ing services which are run by interests outside the railways are 
profitable, and so also are those on the Sudan Railways. 

In Canada, station restaurants are operated at a profit, but 
the dining car services are not; the latter are considered as 
essential to the needs of the travelling public because of the 
long distances covered and the inadequacy of restaurant facili- 
ties in some of the more sparsely populated areas. In America, 
dining car operations in practically all cases are conducted at a 
monetary loss, which is considered well justified by the good- 
will gained from passengers. The same considerations apply in 
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the Argentina and generally so in Australia and South Africa. 

In India, considerable complications are introduced into rail- 
way catering services by the need to make provision for the 
requirements of various classes and creeds. In most cases the 
services are operated by outside contractors and normally are 
run at a profit. 


* * » * 


British Railways Staff Increases 


N editorial in our June 25 issue commented on the con- 
tinuous increase in the number of staff employed by 
British Railways since January 1. During the four weeks ended 
April 18, further additions to the pay-roll numbered 4,561, 
bringing the total increase for the first 16 weeks of the year 
to 14,865. This represents an increase of 2 per cent. on the 
number of employees at the date of vesting, which was much 
above the strength of the railway companies’ staff in pre-war 
years. 

In a covering note to No. 4 of Transport Statistics, the 
British Transport Commission says that “attention has been 
drawn to the trend of recruitment of transport staff after allow- 
ing for wastage. Mainly, there has been recruitment of extra 
perscnnel to redress the effects of the shorter working week. 
In addition, a normal seasonal recruitment of operating and 
catering staff takes place in connection with summer traffic 
and holiday reliefs. Increase in civil engineering staff relates 
to the seasonal relaying of permanent way. The figures for 
mechanical engineering staff reflect the effort to overhaul 
arrears of locomotive and wagon repairs. Salaried staff in- 
cludes all railway and docks supervisory grades of which the 
numbers employed vary in proportion to operating strength.” 

This explanation is somewhat indefinite, and in particular 
the last sentence cannot supply the reason for an increase of 
3,217 in salaried staff—no less than 3 per cent. We hope, 
therefore, that the Commission will publish a more precise 
statement on the staff position at an early date and indicate 
why it has failed so far to effect any staff economies through 
the unification of railways. 


* . * * 


Principles of Management 


HE increasing development of great industrial organisations, 

which recently have been reaching their peak in the State 
ownership of whole basic industries, has thrown into topical 
relief the need for wider appreciation cf the problems asso- 
ciated with management of large-scale undertakings. Both in 
this country and abroad, and particularly, perhaps, in the 
United States of America and the U.S.S.R., the matter has been 
the subject of intensive study, although, because of the con- 
trasting systems obtaining in those two countries, the basis of 
research in many respects has been dissimilar. 

Mr. M. A. Cameron, who is now Assistant Secretary (Traffic) 
to the British Transport Commission, and was formerly Assis- 
tant Passenger Manager, Southern Area, L.N.E.R., has writen 
a booklet*in which he deals with some of the principles of 
organisation. management, and administration. This booklet 
will serve a useful purpose in directing attention to some of 
the matters which all who take part in the administration of 
large industrial undertakings, whether publicly or privately 
owned, will come into contact at some point. Somewhat 
naturally, perhaps, he deals at some length with the British 
Transport Commission, and it is with that aspect of his booklet 
that our readers will be most concerned. With some of Mr. 
Cameron’s premises, for example, the suggestion that once 
natienalisation has been accomplished “ few transport workers 
will want to press their claims to the extent of asking for 
subsidies from their fellow-workers in other industries.” make; 
rather strange reading in the light of recent occurrences in 
the field of labour in the nationalised industries. Nor, perhaps, 
is Mr. Cameron on very firm ground when he suggests that 
the demand for workers control is not likely to cause trouble. 

The author deals with the probability that the British Trans- 
port Commission, in develonving leadershin backed by speciali- 
sation to build unity, will seek to create effective personnel 
administration, and he goes on to give his criteria for ensuring 
the success of such a policy, including the training of recruits, 


* * Principles of Management.’’ Harrap. 2s. 6d 
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which ke estimates at 20,000 a year. In dealing with the British 
Transport Commission, Mr. Cameron obviously includes the 
various Executives which act as agents of the Commission, 
and in this connection it may be noted that he postulates the 
necessity for “a good deal of administrative machinery to 
establish a network of committees wide enough to reduce the 
constituency of the individual representative tc manageable 
size, and so pyramided as to provide consultation at district, 
regional, and headquarters levels as well as at stations and 
depots.” Experience so far of the transport nationalisation 
scheme does not suggest that there is any lack of committees. 
At present the practice of attending committees has become so 
rife that serious interference, on occasion, must be experienced 
in the day-to-day oversight of the department for which the 
member officers are responsible. 

The booklet concludes by emphasising that specialised divi- 
sion of labour, mass production. and time and motion study 
have come to stay, because without them there is no hope 
of achieving the volume and quality of production needed to 
maintain our standard of living. The principles outlined in 
the booklet place 2 new and much needed weight on indi- 
vidualism and stresses the need for effective leadershiv. a 
sense of unity, and “functionalism” instead of delegation. 
In dealing with the general principles of management in his 
earlier chapters, Mr. Cameron wrote briefly of the system 
used by Imperial Chemical Industries. In some ways it is 
perhaps a pity that he did not deal with the vertical organisa- 
tion of the service departments and the horizontal organisation 
of the operational groups’ and divisions which have 
proved so effective in that case. It may be out of place 
to deal with that matter on this occasion, in treating 
of Mr. Cameron’s booklet, but the set uv of Imperial Chemical 
Industries with its divisions into executive directors, further 
sub-divided into “functional” directors and operational direc- 
tors allied with non-executive directors, is one the study of 
which might have many advantages for those engaged in 
nationalised industries. 

Mr. Cameron’s booklet does not claim to be comprehensive. 
as, indeed. it could not be within the compass into which he 
has compressed it: nevertheless it will prove a most useful 
introduction to those who are desirous of conducting a deeper 
study into a wide and complex science. whicii daily is becom- 
ing of greater moment. 


* * * * 


Rhodesia Railways 


DVANCE copies of the report of the Rhodesia Railways 
4 for the twelve months ended September 30. 1947, have 
been issued by the General Manager. Sir Arthur Griffin. who 
in his introductory remarks mentions that he took over from 
Mr. W. J. K. Skillicorn on May 1, 1947, at a period of extreme 
difficulty. The limited resources of the railways, inadequate 
for the rapidly expanding traffic demands arising from post- 
war developments in Southern and Northern Rhodesia, were 
being further strained and diverted from normal use by the 
necessity of handling unusual traffic resulting from a severe 
drought: and the administration had an extremely difficult task 
from day to day in attempting to preserve an equitable balance 
between the many pressing claims for movement. The three 
problems of equipment, staff, and housing, however, were 
tackled with vigour. 

In previous years the General Manager’s report has dealt 
with the combined working results of the lines of the Beira 
Railway Co. Ltd. (Beira to Umtali), the Shabani Railway Co. 
Lid. (Somabula to Shabani), and the Rhodesia Railways 
Limited (from Umtali to the Congo Border and branches; and 
from Vryburg to Bulawayo); but as the whole of the share 
capital of Rhodesia Railways Limited was acquired by the 
Southern Rhodesia Government during the period under re- 
view, and though they continue to operate the lines of the two 
remaining private companies, the report just issued deals solely 
with the Rhodesia Railways portion of the system. 

As from April 1. 1947. the Southern Rhodesia Government 
purchased the share capital of Rhodesia Railways Limited for 
the sum of £3,150.000. To finance the transaction, and to 
redeem the outstanding balance of 44 per cent. debenture 
stock. which (less sinking fund provision) amounted to 
£19.608.293: and to provide additional capital for further 
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development of the railways, a loan of £30,000,000 was raised— 
being part of the issue of £32,000,000 Southern Rhodesia 
Government 24 per cent. stock, 1965-70. Total receipts for the 
twelve months ended September 30. 1947. were £6,962.855, an 
increase of £613.375 (9°7 per cent.) over 1945-46; but expenses 
increased by 19-7 per cent. from £4,683,678 in 1945-46 to the 
record figure of £5,604.069 for the period under review, leaving 
net receipts at £1,358,786. a decrease of £307,016 (18:4 per 
cent.). 

The increase in revenue accrued principally from general 
goods and mineral traffic, while the main reasons for the 
rise in expenditure were an increase of £468,510 in salaries 
and wages (including cost of !iving allowances. improvements 
in grading. and extra overtime necessary to handle the traffic 
despite additional staff), and an increase of £245,917 in respect 
of hire charges for locomotives and rolling stock. A con- 
siderable number of new locomotives and wagons was placed 
on order, but meantime there was a large increase in the 
excess of “ foreign” stock on the lines north of Bulawayo over 
Rhodesia Railways stock on the lines of other administrations, 
and this adverse balance of interchange was coincident with 
heavy increases in the rates of hire charges levied by the 
South African Railways in respect of their coaches and 
wagons. 

Immigration was to some extent responsible for earnings 
from European passengers being well maintained, despite the 
development of air services and a return of some traffic to the 
roads. African passenger traffic has developed phenomenaliy. 
and in the past seven years there has been a progressive annual 
increase in African passenger receipts from £156,435 in 1940 
to £426,099 (172 per cent.) in the year now reviewed. The 
average African passenger journey is comparatively short. In 
Southern Rhodesia, for example, the average receipt per 
\frican passenger is 3s. 3d.—equivalent to the fare for a 
distance of 64 to 70 miles. 

Other results for the year are tabulated below. With the 
exception of the first two items, these statistics exclude the 
Vryburg—Bulawayo section. which is operated for the 
Rhodesia Railways by the South African Railways: 


1945.6 1946-7 
Mileage open se ote nee ite 2,445 2,445 
Trainsrun... = . = _ 48,602 51,649 
Gross ton-miles (thousands) a 3,690,200 3,792,724 
Net ton-miles 1,655, 147 «1,681,910 


Average haul (miles) and ade ae 422 421 
Train engine-miles ee 5,662,006 5,892,791 
Engine-miles ... we hn _ ta 6,722,575 7,050,524 
Coal consumed per engine-mile (ib.) 7 87-15 85-88 
Tonnage carried 


General goods ... 1,519,001 1,609,324 
Coal and coke... as we ‘aa 1,568,743 1,483,883 
Minera!s ie ax - sis 836,895 905,137 
Total tonnage carried 3,924,639 3,998,344 
Livestock carried... = ones ae 227,158 336,733 

Passengers carried 
First and second class = a 291,111 269,627 
Third class ; ae = F 8,450 10,332 
Africans ... as "3 wee i 1,767,464 1,888,809 
Total passengers carried 2,067,025 2, 168,768 


[he receipts over ail sections (including Vryburg to Bula- 
wayo) were: 


1945-6 1946-7 
General goods receipts £2,875,193 £3,271,532 
Coal and coke . ve ian 857,652 £797,605 
Minerals ame se sai me .. £1,108,263 £1,299,553 
Livestock - : “a 5 wee £86,870 £121,315 
Coaching £1,074,473 £1,114,015 


During the war years there was much heavy long-haul 
mineral traffic to Beira, with a steady flow of empties in the 
reverse direction, and general goods traffic was comparatively 
light. In 1946-47 the after-effects of the war years were 
felt increasingly, and the staff position deteriorated. The 
resumption of import traffic in general goods, which rapidly 
became heavy, combined with new traffic arising from growing 
local industrial activity, affected the capacity to carry important 
fuel and mineral traffics. Because of the continuous strain 
cn locomotives throughout the war years, it became necessary 
in 1947 to reduce the loads hauled by goods trains over 
several sections of the line. 

The average mileage run by locomotives between general 
overhauls has increased steadily from 145,761 in 1943 to 
163,574 in 1947—whereas the mean scheduled shopping mile- 
age is 138,470. Four locomotives (“ 15th” class) averaged 
244,537 miles, and one ran a record of 261,980 miles between 
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general overhauls. Even then these locomotives were in com- 
paratively good condition. but the Mechanical Department is 
tackling strenuously the arrears of overhaul. and workshops 
reorganisation has reduced considerably the average days per 
repair. The drought caused another operating difficulty by 
the failure, for varying periods, of water supplies at a number 
of points, and the haulage of water tanks displaced a consider- 
able tonnage of traffic. 

Petrol conveyed in bulk from Beira to Rhodesia increased 
by 4,494,197 gal. to a total of 16,744,313 gal. The quantity 
of fuel oil and paraffin totalled 2.446.602 gal. and 497,085 gal. 
respectively. Revenue from road motor services amounted to 
£129,834 (mileage run 969,038). an increase of £21.721 over the 
previous record earnings of £108,113 in 1946. Operating ex- 
penditure was £119,906 (as against £100,456), leaving a surplus 
of £9,928 compared with £7.657 in 1946. 

Throughout the year the days were strenuous, much over 
time work was necessary, and there was a constant demand for 
more staff. The General Manager acknowledges the co-opera- 
tion of all and the willing acceptance of new ideas and new 
methods; and he also records that good relations have existed 
between the administration and the two unions. A total of 119 
employees were retired on pension during the year. bringing the 
number in receipt of pensions up to 1.017. compared with 928 
twelve months previously. 


* * > 


A New High-Pressure Boiler Design 


R -ADERS of the editorial note “Steam Conditions and 
Steam Demand,” which appeared in our April 30 issue, 
vill have noticed the opinion, now finding expression in 
America, that a modified form of locomotive boiler should be 
designed to use steam at a much greater initial pressure and 
temperature than can be obtained with the ordinary Stephen- 
son boiler. The practical economies which might be expected 
Were mentioned, and the suggestion was made that it was now 
i matter for boiler designers to produce a steam generator that 
would enable the proposed conditions to be realised. It 1s of 
great interest to read, so soon afterwards, in our contemporary 
Railway Age, for March 27, 1948, that the Steam Locomotive 
Research Institute has given considerable attention to this prob- 
lem, and has produced the tentative design illustrated below. 

it is admitted that the Stephenson loeomotive boiler, with 
its water-enclosed firebox and fire-tube barrel, has inherent 
technical and mechanical advantages, which have given it a 
practical monopoly in steam locomotive practice. Its one 
constructional weakness has been the firebox, with its flat 
walls supported by stays. In America, as increased working 
pressures have been adopted, the pitch of the firebox stays 
has been reduced, and, as a result, water circulation has been 
impeded and maintenance costs have been raised. 

It is generally agreed in America that pressures of 


300-325 
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lb. per sq. in. represent the practical maximum for stayed 
fireboxes. Nevertheless, the attraction of a still higher pres- 
sure is that it enables greater power to be accommodated 
within the available space, and it also makes for higher thermal 
efficiency. It is thought in America that a pressure of 600 Ib. 
per sq. in. could be used advantageously, the prime mover 
being modified suitably, to take full advantage of the greater 
possible expansion. The replacement of the usual single- 
expansion cylinders by uniflow of multiple-expansion cylinders, 
or by turbine drive, is envisaged. 

A review of contemporary stationary 
suggests a water-tube type boiler. However, extensive com- 
parative study by the Steam Locomotive Research Institute 
has shown that, after the combustion gases have left the firebox, 
the intensive heat absorption which is essential if a locomotive 
boiler is to remain compact, can be obtained more efficiently 
with a fire-tube barrel than with any other tube arrangement. 
Moreover, the conventional barrel does not limit the pressure, 
and has the incidental advantage of being a strong structural 
element in the anatomy of the locomotive. Had this advantage 
of fire-tube boiler barrels been recognised earlier, the history 
of the L.N.E.R. locomotive No. 10000, which had a water-tube 
boiler, might have been very different. 

Both in America and in Europe, the advantages of a firebox 
with water-tube walls have been appreciated, and several 
examples, all more or less experimental, have been built. The 
advantages have been demonstrated, but constructional troubles 
have been encountered. After a recent survey, the Institute 
has come to the conclusion that many of the difficulties which 
arose in the earlier types of water-tube fireboxes could be 
avoided by using modern methods of boiler construction, as 
developed in stationary practice. Stationary boilers with 
water-tube fireboxes have been developed for pressures up to 


practice naturally 


about 1,250 lb. per sq. in. With modern methods and 
materials, there should be no difficulty in building a loco- 


motive boiler to work at 600 Ib. ver sq. in 

The design developed by the Institute follows the cutline 
of a conventional locomotive boiler closely, and usually can 
be made to fit existing frames if necessary. Grate, firebox, 
and combustion chamber are arranged as in an ordinary boiler 
No firebox stays are used, and the walls of the firebox and the 
combustion chamber are of closely-spaced bifurcated tubes of 
the type used in high-pressure stationary boilers. These tubes 
terminate in a top drum or drums, forming the roof of the 
firebox, and in a smaller-diameter bottom drum. 

In earlier water-tube fireboxes for locomotives, the tubes 
were expanded into the drums; this necessitated a rather wide 
space between the tubes, and effective lagging of the firebox 
was difficult to arrange. In the Institute’s design, the use of 
bifurcated tubes welded into the top and bottom drums pro- 
vides a practically continuous water wall. Incidentally, such 
water walls greatiy reduce the damage likely to occur through 
low water. 
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High-pressure locomotive boiler with water-tube firebox and fire-iube barrel 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Livery of British Railways 


34, Sandfield Avenue, 
Littlehampton, Sussex. June 27 
To THE EpITrorR OF THE RAILWAY GAZETTE 

Sir,—With reference to the letter which appeared in your 
issue of June 25 under the above heading, I was rather amused 
at what Mr. Rayner referred to as a joke, which to my mind 
was strongly flavoured with sarcasm. I can, however, sympa- 
thise with him at the absence of the words “Southern Rail- 
way "—two words which meant a lot to those closely connected 

with so fine a railway system. 

However, times have altered, and the railways now belong 
to us; therefore, it is only business that the owner should place 
his name on his property. Apparently, Mr. Rayner has lost 


sight of the fact that Britain is fast becoming a League of 


Nations. He is, I presume, a traveller by rail, and should not 
need me to remind him that one can sit in a compartment at 
any time of the day or place, and hear the conversation of 
many foreign tongues; hence the reason we put “ British Rail- 
ways” on our trains—to show the Britisher that it is something 
that is still owned by him. | 
Yours faithfully, 
C. W. G. ALLASTON 


Locomotive Power Classification 


135, Mulgrave Road, 
Cheam, Surrey. June 22 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—The letter under the above heading from Mr. Arthur 
G. Wells, published in your issue of June 18, is extremel) 
interesting. It calls attention to a matter of some importance, 
and one which will almost certainly have to be considered by 
the Railway Executive sooner or later. 

Mr. Wells’ suggested power classification scheme. in which 
he combines the best features of former L.M.S.R. and L.N.E.R. 
practice, is very ingenious. It is a logical deve!oy pment of the 
L.N.E.R. system, and succeeds in providing additional informa- 
tion without causing the various designations to become unduly 
cumbersome. As Mr. Wells appears to have overlooked the 
merits of the G.W.R. system of power classifics ition, which is 
combined with a means of indicating route availability, I would 
like to make some observations and further r suggestions: 

First, let us summarise the various characteristics of a loco- 
motive, about which it is desirable (from an operating point 
of view) to have detailed information readily available. In my 
opinion, these are as follow: ; 

Running number. 

) Type, i.e., wheel arrangement and whether tender or tank 
engine. 

(3) Class, i.e., particular variety of a given type 

(4) Power rating. 

(5) Route availability. 


Dealing with each characteristic in turn, we have first to 
consider the running number (1) above. Where a large —" 
of locomotives is operated, this is a sine qua non to provide 
ready means of identifying any particular engine, Details of 
the scheme adopted by the Railway Executive have already 
been announced, and, in fact, the scheme is already being 
brought into use. ‘I think this scheme is as good as any that 
could have been devised, particularly as it allows the G.W.R. 
number-plates to be retained. I think, too, that the decision 
to display the number at the front-end of the, locomotive by 
means of a smokebox number-plate in the L.M.S.R. style, in 
preference to painting it on the buffer beam, is most praise- 
worthy. These smokebox number-plates show the number 
clearly, and also look very neat. 
_ Characteristics (2) and (3) can conveniently be combined, as 
in the L.N.E.R. classification system, where a single letter 
indicates the type, and a number indicates the class. This is a 
particularly handy arrangement, as the number of types is never 
likely to exceed the number of letters in the alphabet, and the 
type letter can be memorised fairly easily. The only draw- 
back with the existing L.N.E.R. system is that it fails to 
differentiate between tender and tank engines. However, - 
could easily be overcome, either by the use of the suffix “T” 
to indicate a tank engine, or, more simply, by arranging ? 
odd numbers of the class designation to indicate tender engines, 
and the even numbers, tank engines. 

The L.N.E.R. practice of adding the suffix “ /1,” “ /2,” etc. 
to indicate successive rebuildings or “ parts” of a particular 


class would also seem to be worthy of general adoption. It is 
a little more complicated than the old L.B. & S.C.R. practice 
of simply adding an “x” to the class designation to show 
that an engine has been rebuilt, but it ’s much more precise, 
I would like to see the general adoption of the L.N.E.R. prac- 
tice of painting the classification on the engine buffer beam, as 
this provides a ready means of identification in case of doubt. 

As regards (4) and (5), I would suggest that these particulars 
be displayed on the locomotive by means of a combined code, 
as in the G W.R. system. Both (4) and (5) are of equal interest 
to the operating staff, and it seems strange that only one rail- 
way has thou zht it worth while to classify its engines in this 
— It is, however, significant that the locomotives of the 

..M.S.R., as well as those of the Southern (Western Section), 
he ive displayed a power classification number or letter respec- 
tively, for many years. It is also interesting to note that 
certain locomotives of the Southern (Central Section) carry a 
symbol (a yellow triangle) indicating route availability, while 
the L.N.E.R. introduced a comprehensive route availability 
code as recentiy as last year. Clearly, it would be very con- 
venient to have a uniform code, and one which would tell the 
operating staff which engines could work which trains over 
which routes, without the necessity of having to make extensive 
enquiries. Such a code would be of particular value in cases 
of special and emergency working. 

In my opinion, the system of power rating should take boiler 
capacity into account, as well as tractive effort, as in the 
L.M.SR. system. The need to differentiate between passenger 
and freight ratings would seem to be a debatable point, as it 
ntroduces an additional complication, I think I am correct in 
aying that the L.M.S.R. was the only railway to make this 
distinction. The route availability would normally be deter- 
mined by the overall dimensions of the locomotive and its 
max'mum axle load. In certain cases there may be other 
factors to be considered as well, such as the fitting of con- 
densing apparatus, trip cocks, etc. | would suggest that the 
power rating be indicated by a number, and the route avail- 
ability by a letter, and that the combined code be displayed 
ibove the running number on the cab or bunker sides. 

There are, of course, other characteristics to be taken into 
account, such as the type of brake. fitting of steam heating 
apparatus, etc., but these are of secondary importance. and | do 
not propose to discuss them. 

Finally, I should like to make a few general comments. It 
s worth noting that the only attempt so far made in this 
country to combine (1) and (2) in a single notation, namely, 
that of Mr. Bulleid, has been very short lived. In this system, 
a Pacific locomotive might. for example, receive the number 
21C101. It seems that this system has not been very popular 
here, presumably on account of its being somewhat unwieldy, 
although a similar system, in which a s imilar locomotive might 
be numbered 231.101, has been in use in France for many 
years, (4) and (5) should be constant for any given class, this, 
in fact, is usually the case, but there are a good many excep- 
tions, particularly as regards former L.M.S.R. and L.N.E.R. 
locomotives. If there were no exceptions, there would be little 
need to indicate (4) and (5) on the locomotive. since this 
information could be readily obtained from the appendix to 
the working timetable. 

Yours faithfully, 
DERRICK J. W. BROUGH 


A Museum of Railway History 


On the 8.40 a.m. Train 
ex Euston. June 18 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—In your issue of June 6, 1947, you were kind enough 
to spare me a little of your valuable space to make some 
observations concerning a railway museum and the safe keep- 
ing of railway items of historic interest. The interest aroused 
by my letter appears to have been quite considerable. and I 
should like to refer to the. matter again. 

Having oe returned from a visit to the National Maritime 
Museum, I feel that something of the same sort should be 
carried out on a railway, or, perhaps, general transport basis. 
though the latter would probably open up too large a field. 

The problem, I realise, is one of space, for however many 
excellent models may be used, certain full-size exhibits are 
necessary both from an interest and from an enjoyment point 
of view. 

As I see it, within the next fifteen or twenty years under the 
centralisation which will follow nationalisation, certain of our 
railway works at present in commission will become redundant 
and be closed. I therefore suggest that such a works, suitably 
converted, or if this is impossible the site of such works, should 
be used for the premises in which a National Railway Museum 
could be formed. Not only would such a site be easily acces- 
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sible by rail and road, but sufficient space would be available 
for the future growth in the number of full-size exhibits as 
well as of models. 

Such a premises would also have certain office accommoda- 
tion for use both for administrative purposes and for the 
housing of books, records, pictures and prints, maps, and 
similar items. 

The National Maritime Museum was established by Act of 
Parliament. May I commend this, and the above suggestion 
concerning premises, to the Railway Executive. 

Yours faithfully, 


HOWARD W. A. LINECAR 


Inter-Regional Working 


The Railway Executive (Western Region), 
Office of Superintendent of the Line, 
Paddington Station, 
London, W.2. July 6 
To THE Epiror oF THE RAILWAY GAZETTE 

Sirk.—Referring to the letter signed “R.E. Check-Action ” 
in your issue of July 2, one hesitates to take notice of any- 
thing which does not justify more than nom-de-plume, but the 
reference to my official title compels me to make a rejoinder. 
It is unfortunate that you may have thought the writer’s views 
justified inclusion in your valuable columns because of his 
possible association with the only Superintendent of the Line 
in existence on British Railways, particularly as inter-Regional 
working of any special nature is dealt with on the daily operat- 
ing telephone conference which is conducted by a Chairman 
deputed by the Railway Executive to ensure that no time is lost 
in settling matters of policy. Day-to-day operating matters 
are conducted, so far as I am aware, in exactly the same way 

between Regions as they were prior to January 1. 
There is nothing factual in your correspondent’s letter, 

my opinion it was not worthy of publication. 
Yours faithfully. 

GILBERT MATTHEWS 
Superintendent of the Line 


and in 


Government Delay in Placing Contracts 
25, Craven Street, Strand, 
London, W.C.2. June 28 
To THE Eprror oF THE RAILWAY GAZETTI 

Sir,_-As Managing Director of a firm of public works con- 
tractors whose turnover for the main-line railway companies 
and L.P.T.B. has seldom been less than six figures, may I appeal 
to the Railway Executive, through the medium of your columns, 
to be more prompt in the placing of contracts? We cannot, 
perhaps, expect the same expedition as in wartime, when fre- 
quently the contractor was at work within a few days of sub- 
mitting his tender, but prior to nationalisation the dates for 
the submission of tenders were timed to coincide with meetings 
of the railway directors, so that it was a rarity for a tender not 
to be accepted within a month of its submission. 

Since the vesting date, three contracts aggregating £100,000 
have been placed with my firm, and in the case of two of these, 
there was an interval of 10 weeks, and of the third, 14 weeks, 
before we received the acceptance of our tenders. 

In these difficult times, when management and staff are very 
hard pressed, and forward planning is so essential, it would be 
a great convenience if the Railway Executive could give early 
notification to their contractors, through the Regional Officers, 
that their tenders are likely to be accepted, even if the com- 
mencement of the work is likely to be delayed. 

Yours faithfully, 
ROGER LING 


Control of War Transport 
The Railway Executive, 
British Railways (Eastern Region) 
District Superintendent’s Office, 
Stratford, E.15 July 2 
To THE EpItoR OF THE RAILWAY GAZETTI 
Sir,—As one who suffered, as Port Commandant at various 
Mediterranean ports, from the friction caused by the dual 
organisation of Movements and Transportation, may I be per- 
mitted to add my voice in support of the pleas of Cclonels 
Jesper, Harvey, Squarey, and Payne, for one crganisation, on 
the lines of the U.S. Transportation Corps. I should also like, 
however, to suggest one proviso—that such an organisation 
should not become a “closed shop,” recruiting its officers 
from those concerned with transport only. 
Much of the undoubted success of the Movements organisa- 
tion in the last war may be ascribed to its having cast its net 
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wide and landed a heterogeneous haul of able staff officers 
from all walks of civil life—lawyers and schoolmasters, brewers 
and city businessmen, parsons, and civil servants. I am not 
suggesting that many technical Transportation officers would 
not, and did not, make admirable staff officers, but merely that 
there would never be enough forthcoming from that source 
alone, without denuding the technical side or lowering the 
standard on the administrative side. 

In other words, in any joint organisation, a_ distinction 
should be made between the administrative and the executive, 
and the experience and qualities which each demands of its 
Sta 

Yours faithfully. 
E. R. WILLIAMS 


Transport in South Africa 


South African Railways & Harbours, 
General Manager's Office 
Johannesburg. 

RAILWAY GAZETTE 


June 10 
To THE EpDIToR OF THE 
Sik,—With reference to the review of the presidential address 
recently delivered by me on “ Transport in South Africa.” con- 
tained on pages 563-4 of The Railway Gazette of May 14, 
1948, I desire to point out that my presidential address was 
delivered to the South African Institution of Civil Engineers, 
and not to the South African Centre of the Institute of 

Transport. 

Yours faithfully, 


W. M. CLARK, 
General Manager 


Main-Line Stops near Charing Cross 


Daphne Street. 
Wandsworth, S.W.18. June 12 
To THE Epitor oF THE RAILWAY GAZETTE 

SirR,—With reference to the letter in your issue of June 11, 
1948, headed “ Main-Line Stops near Charing Cross.” 

May | point out that these stops at Waterloo Junction and 
London Bridge are in the centre of London and are used by 
thousands of workers daily, and many people travelling through 
London who catch trains to connect with others stopping at 
those stations. To go to Charing Cross would mean that 
many people would miss their trains. 

It is the duty of the railways to satisfy the passengers’ re- 
quiremenis. This, alone, is sufficient reason for main-line 
trains stopping at these two stations. 

The most likely reasons for former G.W.R. trains for. say, 
Exeter, not stopping at Westbourne Park and Old Oak Com- 
mon, are that both places are some way from the centre of 
London; very few people travel between Exeter and London 
daily for work, and, most important, there are no main-line 
stations at those places. 

I suggest that your correspondent, in order to eliminate the 
stops he finds so irritating. should use the trains, tubes, or buses 
he mentions to get to London Bridge, and join his train 
there. 

Yours faithfully. 
P. EF. SAXBY 


A Fireman’s Views 


Perth. June 14 
To THE EDITOR OF THE RAILWAY GAZETTE 
SiR,—My first letter on the manganese-steel liners in your 


issue of May 21 does seem to point to a confusion of “ knock- 
ing-boxes ” and a fore-end “thump” on my part. 
What was in my mind was the co-ordination of the “ knock- 


ing” and the “thump.” The * thump” from the fore-end does 
not make itself clearly felt, till wear between the cheeks and 
hornplates occurs. In the case of the class 5 M.T. this wear 
takes place in a shorter time than can be considered normal 
when compared with other types of engines. 1 therefore 
blamed the “thump” as the cause of this excessive wear, and 
so in my mind the “thump” and the “ knock ” are one. 

By eliminating the wear on the cheeks and hornplates and 
also the “thump” from the fore-end, these engines will be 
capable of running high mileage between shopping. A further 
enhancement to their running would be the provision of an 
accessible firebox steady-bracket. 

I had no intention of inferring that the engine I mentioned 
as receiving extra attention could have run the mileage she 
has done, had it not been for the steel liners. I must confess 
to confusion on my part again, this time between keeping an 
engine in good running condition on the one hand. and in 
good working condition on the other. 

Yours respectfully, 
DRUIMUACHDAIR 
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The Scrap Heap 
Happy Days 

Personal service for under 50s. on a 
journey from London to Penzance was 
asked of the G.W.R. by a passenger in 
1913, whose letter we quote below, and 
seems to have been provided with every 
satisfaction. The passenger wrote: 


38, Hamilton Road, 
Highbury Park, London, N 
March 1, 1913 
To: Superintendent (C. Aldington, Esq. 
Sir,—Please send me | tourist ticket for 


Penzance return (six months). For train 
leaving Paddington next Tuesday (March 
4) at 10.30 am. (arriving 5 
p.m.) 

Please corner seat, facing en- 
gine as near centre of train as possible 
lavatory carriage—(no- children) quier 
company—also luncheon (chicken) basket 
with glass hot milk and water (mixed) at 
12 o'clock Also tea basket China 
tea at 3 o'clock 

I enclose cheque for: 47s. 6d 


Penzance 5.5 


reserve 


weak 


5. 0d 
Ticket 42 0 tourist Penzance 
i O reserved seat 
QO tea (China weak), & 
26 nch chicken, hot milk and water, & 
“eben 
46 6 
Totai 476 
Also is. for guard t See that the drive 
does not race or rush the train especia 
round curves, and at inclines, and waiches 
signals well, and machinery well oiled 
not overheated, and oblige. 
(Sgd.) (MRS.) MARY E. S, HOLDIN 
That al! requirements were met in 
s shown by the following acknowledg- 
ment received in due course: 
Penzance, Cornwall 
March 4, 1913 
Arrived 3.5 express. Very comfortable 
and safely Thanks to good driver and 


guard and management, also luncheon and 
tea served nicely in carriage. 1 gave driver 
ls., guard Is., waiter 6d., small reward fo 
their good work. If all did as well n 
accidents would occur. Machinery looked 
after at Plymouth, Ist stop. 1 noticed, to 


THE RAILWAY GAZETTE 
A CAUTIONARY TALI 
As a warning against personal injuries 


through carelessness, the Eastern Region 
has created a character akin to “P.O. 
Prune” of the R.A.F. and the ™ Traffic 


Jimp” of the Ministry of Transport road 
safety campaign. He is known as “™ Mr. 
Damphoo!,”’ and features in a film entitled 

A Cautionary Tale” which was one of 
four undertaken by the L.N.E.R. last year. 
Three of them were shown in the course of 
1 lecture on * The Place of Films in Rail- 


way Work” by Mr. M. R. Bonavia, now 
Assistant Secretary (Development & 
Works), British Transport Commission, to 
the Railway Students’ Association on 
December 17 last, and reported in our 
January 16 issue. 

Since that time A Cautionary Tale ” 


has been completed, and we reproduce two 


stills’ showing how the use of an ani 
mated drawing in conjunction § with 
ordinary photography of railway scenes 


enables the consequences of carelessness to 
be demonstrated forcibly. In other scenes. 
* Damphool” is shown being struck on 


the head by an open carriage door, 
squashed between the buffers of wagons 


during shunting, and suffering similar mis 
adventures caused by his own thoughtless- 


ness 


100 YEARS AGO 


From THE RAILWAY Times, July 8, 1848 
~!COTTISH CENTRAL RAILWAY.— 
EDINBURGH AND GLASGOW, STIRLING, 


PERTH, DUNDEE, MONTROSE, AND ABERDEEN 
—NEW ARRANGEMENTS.—On and after jst JULY, 
1848, and until further notice, Trains will depart at the 
following hours :— 

From Perth for Edinburgh and Glasgow, at 6, *8.30, and 
$11.30, a.m.; and $2.30, and $5.30, p-m. 

From Edinburgh for Stirling, Perth, &c., at t7, 10, and 
t)1, a.m.; and f2, and 5.30, p.m. 

From Glasgow for Stirling, Perth, &c., at t7.30, *10, and 
$11.30, a.m. ; and +2.30, and 6, p.m. 

The Trains marked * run in connection with the Dundes 
aad Perth Railway to and from Dundee ; the Trains marked + 
by the same railway, to and from Dundee and Arbroath ; 
and the Trains marked ¢ by the same railway, to and from 
Dundee, Montrose, Brechin, or Forfar 

For particulars, see Time-bills. 

By order, 
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THREE CWT. OF SAFETY AWARDS 

Each of 30,000 London Transport bus, 
tram, trolleybus, coach and other drivers 
recently has received a medal, brooch, 
cross or bar, in recognition of millions of 
miles of safe driving during the war years. 
The medals and other distinctions are 
awarded by the Royal Society for the Pre- 
vention of Accidents and were distributed 
every year, before the war, to London 
lransport drivers who had accident-free 
records for 5 to 25 years, Between 1942 
and 1945, the metal shortage prevented 
the distribution of these medals and 
drivers who temporarily were issued with 
certificates of entitkment now have the 
full award. The total weight of medals 
and other distinctions involved in the dis- 
tribution is 3 cwt. 


CHEMINS DE L AIR 


(The “Blue Train” to the Riviera ts 
have rubber-tyvred “ heels. Daily Press.) 
They tell me that the chic ~ Train Bleu ‘a 
Henceforth will run on tyres of “ pneu 

A railway journey without din, 

Thanks to Dunlop and Michelin 

Que voulez-vous, mon vieux, Mon cher? 
Even the trains now ride on air! 


There will be growing pains, no doubt 
For thus all progress comes about, 

And you, one soft and silent night, 
Locked in Morphean slumbers tight 
May be aroused from dreamless sleep 
By raucous sounds of “ Nom dune pipe 
As some poor. hapless cheminot 

With buckets full of H,O, 

Tackling a puncture or a burst, 

Hopes for the best. but fears the worst 


We'd like to see, one sunny day, 
Brigades of Sapeurs-pompiers, 
Borrowed from some adjacent fire 

To mend a tyre that’s gone haywire, 

Or watch the Chef de Train’s wild jump 
To put things right with one small pump 


Goodwill impels this little jest. 
And. as we soberly digest 
This aerating news from France. 


all accidents are carelessness on thos. ROBERT D. KER, Secretary. We wish them “bonheur et bonne 
who are in charge or to racing us. Ceottish Central Railway Office, chance!” 
Syd ) MRS. M. E. S. HOLDIN« Perth, June 23, 1848. A. B 
fac ; “ee ; .3 9 
An Eastern Region ‘* Safety First Film 
aad 4 sis wee] 


** Mr. Damphool.”” whose misad- 

ventures in a new Eastern Region 

film warn staff of the consequences 
of carelessness 













ee 










a ate 
- = 


be inal sina tk 2 


oats 











A * still” from the Eastern Region film, ** A Cautionary Tale,” 





* 


which shows how the animated cartoon of ** Mr. Damphool”’ has been 
combined with ordinary photography io illustrate common accidents 
(see paragraph above) 
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THE RAILWAY GAZETTE 


OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


CANADA 


Landsiide Precautions on C.N.R. 

fhe Canadian National Railways will 
spend $1,000,000 within the next year or 
two to combat mountain slides in the 
Rockies that have caused two fatal acci- 
dents to trains in recent months. Auto- 
matic signals to warn train crews will be 
set up Over a 23-mile stretch between Red 
Pass Junction and Jackman, and over a 91- 
mile stretch between Spence’s Bridge and 
Hope. There will also be a trial of slide- 
protection fences. 


Board of Transport Commissioners 

Reconstruction of the Board of Trans 
port Commissioners. and the replacement 
Chairman. Colonel J. A. Cross, 
was announced by the Prime Minister. 
M Mackenzie King, in the House of 
Commons, Ottawa, on June 8. It is inter- 
preted us heralding the long-awaited com- 
promise with the provinces on the freight 
rates issue The reconstituted board will 
have six members. 

Mr. Mackenzie King announced that a 
Bill will be introduced which will provide 
that a Judge of the Exchequer Court of 
Canada shall hold the office of Chiet 
Commissioner. The first Chairman will be 
Mr. Justice M. B. Archibald, at present 
serving on the Nova Scotia Supreme Court. 
He will be appointed to the Exchequer 
Court in order to make him available for 
the transport board. Like other chief com 
missioners, he will hold office for ten years 

Colonel Cross, the present Chairman, 
was appointed in 1940 and has more than 
a year and a half to go before his term 
of office expires. Mr. Mackenzie King ex- 
plained that Colonel Cross had felt that 
in view of the added responsibilities which 
the transport board would be expected to 
undertake. it was in the interests of all 
that he should resign. He is years of 
¥ 


of ts 


a 


T 


Seven of the nine Canadian vrovinces 
have protested against the freight rate 
increases imposed this Spring as a result of 
the board’s decision, and have made repre- 
sentations for a review of the case. if 


necessary by a Royal Commission. While 
the Government has been giving con- 


sideration to these representations, the pro- 
vinces have refrained from any formal 
appeal against the board’s ruling. Mean- 
while. wage disputes have arisen on the 
railways which may bring demands for 
some further adjustments in rates. 


UNITED STATES 

Seat Reservation Machine 
A demonstration has been given recenily 
in New York of an electrical apparatus, 
known as the Intelex, for the automatic re- 
cording and confirmation of seat reserva- 
tions. The apparatus can be operated re- 
motely over teleprinter lines. When a pas- 
senger calls at an office to reserve seats, 
the clerk sends a message in code to the 
Intelex machine, which confirms that the 
seats required are available, records the 
sale. and returns an answer to the ticket 





Arrangements can be made for notifying 
all offices connected to the system when 
a particular train is fully booked, or is 
approaching that condition. Should a 


> clerk made an error in transmitting a re- 


quest for seats to the Intelex, the machine 


automatically rejects the message and 
passes it to an operator, who will com- 
municate with the clerk to request a cor- 
rection. When reservations are cancelled, 
the Intelex machine automatically corrects 
its records so that the seats become avail- 
able for sale to future applicants. All 
transactions are recorded on a printed tape 
so that they may be checked when re- 
quired 


ARGENTINA 
Winter Timetables 

The winter timetables are now in force 
on the various systems, and represent an 
improvement over those of 1947. On most 
of the lines there have been some in- 
creases in the number of trains, as well as 
extensions and other modifications de- 
signed to offer better service to the public 

On the Central Argentine, there are now 
nine trains weekly over the main line to 
Tucuman—the air-conditioned “El Tucu- 
mano” twice weekly, the sleeping car ex- 
press “Estrella del Norte” once weekly, 
arsd a pick-up train six days a week. The 
Cordoba main line is served by the sleep- 
ing car express “ Ray-o de Sol,” the day 
express “ El Serrano,” and a pick-up train 
all of which run daily. 

On the Buenos Ayres & Pacific Rail- 
way, the international train for Chile runs 
twice weekly as against once in 1947, and 
in the Buenos Aires local section a numbe! 
of new trains has been added. 

The Buenos Ayres Great Southern Rail- 
way offers a new feature in the shape of 
an express to Mar del Plata every week- 
end throughout the winter, and an extra 
weekly train between Neuquén = and 


Zapala. 


SOUTH AFRICA 


Odendaalsrust Branch Opened 

On June 7 Sir Ernest Oppenheimer 
formally cpened the newiy-completed line 
from Whites to Odendaalsrust. The Hon 
P. O. Sausr, Minister of Transport, was 
present at the ceremony at Odendaalsrust. 
and said that the new line was one of the 
most important steps in the development of 
the Free State goldfields, the potentialities 
of which could be described only as 
enormous. This was the first public func 
tion to be attended by the new Minister. 
The ceremony was attended also by the 
Administrator of the Oranve Free State, 
Dr. S. P. Barnard: representatives of the 
railway commissioners; and the General 
Manager of Railways, Mr. W. Marshall 
Clark. 

The new line (see also The Railway 
Gazette of June 7, 1946) is 24 miles long 
and cost about £518,000 to build. It has 
been constructed to main-line standards 
and is capvable of carrying the heaviest 
traffic. Construction was authorised by 
Act No. 40 of 1946, in which year it was 
begun. Three mining groups signed a 
memorandum of agreement whereby the 
railway administration was guaranteed 
against operating losses for a period of 10 
years. 

Dining Car Services 

The training given to prospective 
stewards and other catering staff at the 
Kroonstad Training Institute, has been 
responsible for a marked improvement in 
the standard of service on railway dining 
cars. The course at the training college 


duties, 


includes all aspects of stewards’ 
and no trainee is appointed to a dining car 


until he has satisfactorily completed his 
full training. In addition to the usual sub- 
jects, lectures on South African wines are 
to be introduced. Between 80 and 90 
dining cars are always in operation, and to 
ensure that service to the public is kept up 
to standard, special refresher courses are 
being arranged for chief stewards. As an 
incentive, the administration issues a certi- 
ficate of merit every six months to the 
dining car producing the best working 
results 


INDIA & PAKISTAN 


Increase in Workshop Output 

Dr. John Matthai, Indian Minister for 
Railways. is making a six weeks’ tour of 
the various systems to gain a first-hand 
knowledge of their working. He is visit- 
ing railway workshops and sheds in order 
to see how, without embarking on long 
term plans, certain adjustments within the 
existing framework would enable the out- 
put of workshops to be increased. At 
frichinopoly. headquarters of the South 


Indian Railway, he discussed with Sir 
Jeffrey Reynolds, General Manager, the 


question of increasing the outout of the 
Golden Rock Workshons, the biggest in 
South India 


Shortage of Transvort for Coai 
While the average monthly production 
of disposable coal is 2-24 million tons, the 
ailways can move only 1:9 million tons a 
month, and 0:04 million tons are pro- 
xrammed monthly for despatch by road. 
The excess of coal raisings over available 
transport is thus 0-3 million tons monthly. 
This has brought about an accumulation 
of 2:4 million tons at the pitheads in the 
Bengal and Bihar coalfields, representing 
just about one month’s production. 
Out of 1:9 million tons of coal moved 
monthly by the railways, 0-9 million tons 
represent railway requirements 


Stainless-Steel Coach in Service 

The stainless-steel prototype 
Silver Princess, which went into service on 
the C.1.E. Dublin-Cork run on June 15 (see 
The Railway Gazette of June 18), has 


coacn 


evoked most favourable reactions from 
passengers. The coach is being operated 
as first class throughout and there are 


heavy demands for advance reservations. 
It has been loaned for a period of three 
months by the Pressed Steel Co. Ltd., of 
Cowley, Oxford, for whom it was built 
by the Budd Company in Philadelphia. 

C.LE. has not built any new coaches 
since 1935. From 1935 to 1939 financial 
difficulties were the principal reason. Then, 
when wartime passenger traffic began to 
justify substantial increases in the rolling 
stock, raw materials could not be obtained. 
Only reconditioning has been undertaken, 
therefore, for the past few years. With the 
supply position now slowly improving, the 
Inchicore Works have a programme of new 
construction which will in due course re- 
place the C.L.E. fleet of 800 coaches, some 
of them 60 years old. It is quite certain 
that C.LE. in its new construction will re- 
produce as many as possible of the charac- 
teristics of the Silver Princess. 

As the 4-ft. 84-in. gauge bogies could 
not be used, Inchicore-built bogies of the 
Irish 5-ft. 3-in. gauge awaited the arrival 
of the Silver Princess at Dublin Quay. 
where the vehicle was swung direct on to 
them by crane. 








38 


THE RAILWAY GAZETTE 


Questionnaire on Railway Catering and Hotels 


Methods and charges of overseas railways 


HE establishment of a Hotels Executive 
as one of the five Executives under the 
British Transport Commission is indicative 
of considerable changes forthcoming in the 
catering, restaurant car and hotels policy 
of British railways under nationalisation. 
Each of the four main-line companies owned 
and operated hotels, refreshment rooms, and 
restaurant cars. In addition, the Southern 
Railway and, to a lesser degree, the London & 
North Eastern Railway contracted with the 
Pullman Car Company, and these Pullman 
services are being continued and extended 
by the Southern and Eastern Regions. No 
announcement has yet been made as to the 
policy to be adopted by the Hotels Executive. 
Will it confine itself to the erstwhile railway 
hotels? Or will it take over from the Rail- 
way Executive the former main-line com- 
panies’ restaurant car services and refresh- 
ment rooms? Will the services of the 
Pullman Car Company be extended? To 
provide a survey of the catering and hotel 
policy of important overseas railways, we 
recently sent to a number of them the 
following questionnaire : 

1. Is the catering sub-contracted and on 
what basis, or run by the railway ? 

2. Services operated—restaurant 
Pullman cars, etc. 

3. Number of cars operated. 

4. Present cost of meals, supplements, etc. 

5. Station restaurants and refreshment 
rooms: Are these operated by the railway or 
by contractors ? 

6. Are hotels also operated by railway or 
by contractors ? 

7. Classes of travel available—e.g., 
second, third and supplement. 

8. Are these services run at a profit or 
otherwise ? 

We append the replies received to our 
questionnaire and express our thanks to the 
railway administrations for their courteous 
response. 


cars, 


first, 


French National Railways 
1. The restaurant service—trains or sta- 
tions—is not dealt with directly by the 
S.N.C.F., but leased by it, as far as the 
trains are concerned, to the International 


Sleeping Car Company and, as_ regards 
hotels, station buffets and bars, to various 
outsiders, the S.N.C.F. taking a charge 


thereon proportional to the actual business 
done. 


2. We have three classes or kinds of coach 


for passenger restaurant service : Pullman- 
type cars, ordinary restaurant cars and 
buffet cars with a bar and small refreshment 
compartment. 


3. There are 64 ordinary restaurant cars 
and 30 Pullmans in service. 

4. Breakfast costs 27 fr. in the buffet cars 
and 35 in the restaurant cars and Pullmans. 
Meal costs: 100 fr. in buffet cars; 125 fr. in 
restaurant cars; 200 fr. in Pullman cars. It 
comprises generally soup or hors d’ceuvre, 
meat with trimmings, or fish and a vegetable, 
or eggs served in some treated form with a 
vegetable, and dessert. In addition, we serve: 
2 eggs, 70 fr.; 2 eggs and bacon, 95 fr.; 
quarter chicken, 170 fr.; pressed meats, 60 fr. 

5. Buffets and bars in stations are worked 
by private operators under the inspection 
of the S.N.C.F. The method of arranging 
this is that the S.N.C.F. selects a few likely 
persons or firms and asks for offers from 
them. They are selected for their professional 
and trade knowledge, preference being given 
to those who have had training in a hotel- 
school and have good references. Guarantees 
for good conduct are required, and the 
persons concerned must have sufficient 


financial resources to enable them to get the 
work going properly. It is to be noted that 
they have to provide the equipment. 

Having visited the place in question and 
investigated its possibilities, each works out 
according to the figures representing the 
expected volume of business, the sum he is 
prepared to pay for the concession, as well 
as a Minimum guaranteed payment he under- 
takes to make in any case. After this has 
been gone into the S.N.C.F. selects, from 
offers received, that which appears to give 
the best prospects of successful results and 
appears the most reliable. This system 
enables us to get experienced and capable 
persons interested in making their ventures 
successful. 

The S.N.C.F. inspects the working of the 
buffets and thus keeps a watch on it. Those 
running them must conform to a specification 
or schedule, drawn up with the idea of 
ensuring the best service to the passengers. 
As a rule, a contract for the running of a 
buffet is for one year, renewable by common 
consent and tacit understanding over a 
five-year period. Those who give satisfaction 
are retained in the work; incapable or dis- 
honest persons are eliminated, as the S.N.C.F. 
reserves the right to terminate a contract at 
very short notice. The sums payable by the 
concessionaires vary with the size of the 
establishment, the general expenses and their 
possibilities. They are reviewed periodically, 
in conformity with prevailing economic con- 
ditions and the changes therein. 

6. Hotels are run by outsiders, 
same conditions as the buffets. 

7. Pullman cars can be first or second 
class. Restaurant cars and buffet cars are 
open to all three classes. 

The services do pay. The _ business 
people running the services would have no 
interest in remaining in a losing undertaking. 
As regards accounts, not including service 
in the trains, the total receipts for the 
establishments worked on the S.N.C.F 
system came to 686 million francs in 1946. 


under the 


Swiss Federal Railways 

1. The restaurant car service is sub- 
contracted to two companies, the Compagnie 
suisse des wagons-restaurants and the Com- 
pagnie internationale des wagons-lits. The 
rent is based on the gross receipts and the 
car-kilometres. 

2. (a) Restaurant-cars; (b) platform ser- 
vice at movable and fixed stands. 

3. Ten old restaurant cars of the Swiss 
Federal Railways (belonging formerly to 
the Compagnie suisses des wagons-restaur- 
ants); 14 new restaurant-cars of the Swiss 
Federal Railways; four restaurant-cars of 
the Compagnie suisses des wagons-rest- 
aurants ; 12 restaurant-cars of the Compagnie 
internationale des wagons-lits; five small 
restaurant-cars of the Swiss Federal Railways 
with 20 seats. The carriage contains also 
32 third class seats. 

4. In the restaurant cars, a lunch or a 
dinner costs 4 fr. 75 plus 10 per cent. for 
the service. In the station rooms, a three- 
course lunch or dinner, without first dish, 
costs 4 fr. to 4 fr. 80 in second class. In 
third class, the price is notably lower. 

5. Our station rooms are all sub-contracted 
to individual tenants for an uncertain dura- 
tion. Up to an annual turnover of 100,000 
francs, the rent is fixed up, above this 
amount, it is based on the gross receipts. 

6. We have no railway hotels. 

7. The restaurant cars have only one 
class; they are open to all passengers. The 
station restaurants have as a rule two 
classes: Ist-2nd and 3rd. 
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8. The station restaurants are run at a/ 


profit, especially the bigger ones, who maxe 
important benefits. 
des wagons-restaurants was also run at a 
profit these last years. 
how the 
wagons-lits is working. 

The Swiss Federal Railways have at any 
time the right to get an insight into the 
accounts of the station restaurants. They 
have not such right as far as the restaurant 
car companies are concerned; at least, the 
Swiss Federal Railways are entitled ‘o 
examine the turnover. 


Spanish National Railways 

1. The restaurant car and buffet services 
on the lines of the Spanish National Railways 
are provided by the International Sleeping 
Car Company by mutual agreement. 

2. These services are provided chiefly in 
the superior class trains, expresses, fast and 
mail trains, having regard also to the timings 
and lengths of run. The Pullman type cars 
run generally in the day expresses, Madrid- 
Barcelona. 

3. We have six Pullman type cars and 40 
restaurant cars in service at present. 

4. Present prices for meals are: buffet 
cars, breakfast, 3.00 pesetas; lunch, 15.00 
pesetas; dinner, 15.00 pesetas. Dining cars: 


breakfast, 4.00 pesetas; lunch and dinner, 
20.00 pesetas. In the “train de luxe” 
restaurant cars the prices are: breakfast, 


6.00 pesetas ; lunch and dinner, 30.00 pesetas. 
There are also charges for snack items and 
drinks. There is a 10 per cent. service 
charge. 

As stated in 1 above, the services are 
provided by contract, not by the railway. 

6. Hotels and canteens are also in private 
hands, but subject to railway inspection. 

7. All classes of passengers can use the 
restaurant and buffet cars in the trains, but 
are not allowed to remain therein longer 
than is necessary for meals. 

8. The services are provided against a 
certain participation in the receipts on the 
part of the railway, either as a proportion 
of the net receipts per coach-kilometre. or 
of the receipts per coach per day, and in 


general the results are profitable and the 
services pay. 


Egyptian State Railways 

1. Restaurant cars and catering services 
on trains and at stations are entrusted to the 
Wagon-Lits Company, against contract. 

2. Restaurant and Pullman cars are in 
operation on the E.S.R. system: Restaurant 
cars 13, Pullman cars 12, sleeping cars 18. 

3. Present cost of meals: lunch, P.T. 35; 
dinner, P.T.35; breakfast, P.T.16; tea, 
P.T.12, plus 10 per cent. for service in each 
case. 


4. Supplements: Wagon Lits: Cairo-Luxor, | 


P.T.1824; 
Haifa, P.T. 
P.T.42, all taxes and services included. 

5. Station restaurants and 
rooms are operated by contractors. 

6. Hotels are also operated by contractors 
and not by the railways. 

7. Ist, 2nd and 3rd class travel is available 
with the following supplements to the Ist 
class: P.T.30 when travelling in air-condi- 


Cairo-Assuan, P.T.219; Cairo- 


tioned coaches, Cairo-Alexandria; P.T.35 
when travelling in Pullman cars, Cairo-|~ 
Alexandria, Port Said or Damietta; P.T.40)— 
when travelling in Pullman cars, Cairo- 
Assiut; P.T.65 when travelling in Pullman” 
cars, Cairo-Luxor. 

The E.S.R. share from cost of meal 


served in restaurant cars is 10 per cent 


(drinks excluded) if the total amount derived 7 
The Administration’s © 
share from fares on Pullman cars is 10 per) 
cent., also another 10 per cent. from. cost of 
meals or drinks served (cigars and cigarettes 


is £E.6,000 or over. 


The Compagnie suisse |~ 





We do not know | 
Compagnie Internationale des 7 


260. Pullman: Cairo- Alexandria, | 


refreshment ” 
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excluded), if the total amount collected 
annually is £E. 7,000 or over, then our 
share from sleeping cars is 20 per cent. if 

e total amount collected a year is £E.8,000 
up to £E.24,000, and 25 per cent. if over. 


Sudan Railways 


1. All catering on the Sudan Railways is 
run by this Administration. 


2. Sleeping cars and restaurant cars 
operated on the following services: Khar- 
toum-Wadi Halfa, Khartoum-El Obeid, 


twice weekly each way. Khartoum-Port 
Sudan (via Atbara), Khartoum-Port Sudan 
(via Kassala) once weekly each way. No 
Pullman cars are operated over the Sudan 
Railways. 

3. We have: Three dining car sets, five 
buffet cars; one composite dining/sleeping 
car, 17 sleeping cars (11 to 14 berths each). 
All first class. 

4. The present charges for meals (first 
class only) are as follow: Early morning 
tea, 7d.; breakfast, 3s. 6d.; lunch, 3s. I1d.; 
afternoon tea, 7d.; dinner, 4s. 4d. 

5. Refreshment rooms exist at certain 
stations. These are operated by contractors 
and are let out to contract each year. 

6. Our hotels (Grand Hotel, Khartoum; 
Red Sea Hotel, Port Sudan; Nile Hotel, 
Wadi Halfa; and Juba Hotel, Juba) and 
certain rest houses are operated by this 
Administration. 

First, second, third and fourth class 
travel is available. First class sleeping car 
berths are available on payment of the first 
class fare plus a supplement of £2 for any 
single journey, irrespective of distance. 

8. Our hotels and restaurant car services 
are run at a profit. Receipts, £169,435; 
profit, £15,410. 


Algerian Railways 

1. The catering is run in the restaurant 
cars by the North African Division of the 
Wagon-Lits and Gt. European Express, 
with which we have a contract. 

2. A restaurant car of the International 
Company of Wagon-Lits is included in each 
of our fast trains running daily in both 
directions between Algiers and Constantine, 
Constantine and Tunis, Algiers and Oran. 

3. The International Company of Wagons- 
Lits has 12 restaurant cars in Algeria, of 
which six are in service on the above men- 
tioned lines. On the other hand, a buffet car 
runs continuously between Oran-Colomb- 
Bechar and back. This vehicle consists of 
a buffet and a second class compartment 
belonging to the Algerian Railways. It will 
be operated by the I.C.W.L. 

4. The price of meals is fixed by 
1.C.W.L. in accordance with the manage- 
ment. Since July 8, 1946, the date when 
restaurant cars were put back into service, 
it has been fixed at 75 francs (excluding 
drinks). A Government restriction since 
August 4, 1947, has freed the fixing of prices 
of meals. 

5. The station restaurants and buffets are 
operated by the manageresses, mainly widows 
of agents or ex-agents as agreed by the 
management with which they hold contracts. 

6. With the exception of the ‘* Terminus ” 
at Oran, which is operated by the I.C.W.L., 
those which let rooms are held by special 
licence, as well as by contract, from the 
railway. 

7. Passengers of all classes are admitted 
to the restaurant cars during meals. Always, 
for first lunch and tea, the second class and 
third class passengers can remain in the 
restaurant car only for half an hour at the 
most. Outside meal times, the second class 
Passengers can be admitted to the restaurant 
cars for not more than half an hour. Only 
first class passengers are admitted at any time 
to the restaurant car and can remain there 


the 
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at their leisure if the waiters do not require 
them to leave. 


Canadian Pacific Railway 


1. Operated by the railway. 
2 and 3. 66 dining cars, seating capacity 
; 20 café-parlour cars, seating capacity 18; 

30° buffet-parlour cars. These cars serve 
light meals to passengers in their parlour car 
seats. 

56 various types of sleeping cars having a 
buffet for the serving of light refreshments. 

4. Breakfast, 60 c. to $1.25; luncheon, 
95 c. to $1.40; dinner, $1.35 to $1.60. 

5. Operated by the railway. 

6. Operated by the railway. 

7. First class and coach. 

Canadian National Railways 

1 and 5. The Canada Railway News 
Company, a privately-owned enterprise, has a 
contract with this company for the operation 
of news stands in stations, at which news- 
papers, magazines, tobacco products and 
candy are sold to the public. The contract 
with the News Company also covers operation 
by it of the sale of newspapers, cigarettes, 
candy, etc., on our trains, as well as a coach 
lunch service which provides for the sale of 
sandwiches, cake, coffee, etc., to passengers 
travelling in coaches (ordinary passenger 
equipment). This lunch service is operated 
for the convenience of passengers who do 
not wish to use the dining cars, and is, of 
course, used on short-run trains which do not 
carry dining cars. The News Company also 
operates the restaurants located in our 
stations throughout the country, with the 
exception of the restaurant in the Central 
Station at Montreal. The News Company 
contract provides for the payment by that 
company to the railway as rental a percentage 
of all their sales ; these percentages are on 
a Sliding scale, increasing with the revenue. 

The restaurant at Central Station, Mon- 
treal, and train meal service, with the 
exception of the coach lunch service men- 
tioned above, are operated by the railway’s 
own dining car department. 


2 and 3. 


Number 
of cars 

Dining Cars.—(30 to 40 seats in 
dining room-kitchen and ie 
used for main-line service 73 

Cafe-Parlour Cars —(Half of car 
used for parlour seats. Small 
dining room with 12 to 18 seats, 
kitchen and pantry in other half) . . 22 

Cafe Cars.—Chairs down each 
side of car (total of 40 chairs). 
Small tables in front of patrons. 
Waiter serves from centre of car to 
patrons on both sides, who sit with 
backs to wall. Kitchen and pantry 
similar to dining car i ad 

Buffet Parlour Cars.—Intended 
primarily to provide parlour car 
seats. Small kitchenette for pre- 
paration of meals. Meal served at 
passenger's seat or in small dining 
room at end of car .. 35 

Buffet Sleeping Cars. Feeding 
facilities on practically same basis 
as buffet parlour cars 25 

There are small kitchenettes (buffets) in 
other types of cars to provide limited meal 
service as follows: Solarium compartment 
buffet lounge, 18; bedroom buffet lounge, 1; 
compartment cars, 4. 

4. Table d’Hote meal prices are: Breakfast, 
60 c. to $1.25; lunch, 95 c. to $1.50; dinner, 
$1.35 to $1.80.: 

6. This company’s own Hotel Department 
operates the following all-year-round hotels: 
Nova Scotian at Halifax, Nova Scotia; 
Charlottetown at Charlottetown, Prince 
Edward Island; Chateau Laurier at Ottawa, 
Ontario; Prince Arthur at Port Arthur, 
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Ontario; Fort Garry at Winnipeg, Mani- 
toba; Prince Edward at Brandon, Manitoba; 
Bessborough at Saskatoon, Saskatchewan; 
Macdonald at Edmonton, Alberta. 

The Hotel Vancouver, at Vancouver, 
British Columbia, is owned by the Canadian 
National Railways, but is operated by the 
Vancouver Hotel Company under the joint 
management of the Canadian National and 
Canadian Pacific Railway Companies. 

We also own the following summer resort 
hotels which are operated by our Hotel 
Department: Pictou Lodge at Pictou, Nova 
Scotia; Minaki Lodge at Minaki, Ontario; 
— Park Lodge, at Jasper, Alberta. 

In addition to regular coaches, for 
which coach fare is charged, we operate 
parlour and sleeping cars on our trains. 
Anyone desiring to have the use of a reserved 
seat in parlour cars or sleeping space in the 
sleepers must pay a first class fare, in addition 
to which there is a charge for the seat or 
sleeping car space. Sleeping cars contain 
lower and upper berths and enclosed space, 
such as bedrooms. compartments and draw- 
ing rooms. On our transcontinental trains 
from Montreal and Toronto to Western 
Canada we also operate what are known as 
tourist sleepers and these cars consist of 
lower and upper berths only. The charge 
for such accommodation consists of coach 
fare plus a fee for sleeping accommodation, 
which is lower than that charged for standard 
sleeping car space. 

There is no distinction made between 
passengers occupying coaches or tourist 
sleepers and those occupying parlour cars 
and standard sleepers in so far as dining car 
or station restaurant service is concerned. 

8. Generally it may be said that station 
restaurants are operated at a profit, but that 
dining car services are not. Having regard, 
however, for the maintenance of fast sche- 
dules, the long distances covered by some of 
our trains, and the inadequacy of restaurant 
facilities in the sparsely populated areas 
through which our transcontinental trains, 
for instance, operate, the provision of dining 
car service is essential to the needs of the 
travelling public. 


The Pennsylvania Railroad 

1. The dining car service is operated by 
the railroad company. 

An auxiliary food and beverage service 
is performed by the Pullman Company on 
some trains in lounge, club and parlour 
buffet cars. The service in such cars is 
usually restricted to patrons who occupy 
Pullman accommodations. 

3. The number of food service cars oper- 
ated is as follows: 185 dining cars; 14 café 
coaches; 12 lounge-observation cars; | lunch 
car. Total, 212. 

4. Cost of operation (1946): 
Expenses per 
dollar receipts, 


1946 
Wages 0-8897 
Provisions 0:4658 
Mineral waters, cigars, cards, etc. 0:0074 
Liquors 0-0385 
Equipment condemned and renewed 0:0322 
Fuel-ice and water-cleaning cars 0-0533 
Garbage disposal ... “al - 0:0084 
Laundry _ 0-0295 
Room rents si 0-0178 
Stationery and printing ... ie aad 0-0059 
Unemployment and R.R. retirement 
taxes <i sia ‘ “a 0-0450 
Pensions 0-0002 
Other expenses 0-0236 
1-4173 


5. Station restaurants and lunch rooms 
are operated by concessionaires on the basis 
of a percentage of the gross receipts accruing 
to the railroad 

6. The railroad operates no hotels. 

7. Pullman and day coach. 

8. The dining car service operated by the 
railroad results in a deficit as indicated 
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under 4., In 1946 the expenses per dollar of 
revenue exceeded the latter by $0.4173. 


New York Central System 

1. The catering or dining service on the 
New York Central System is operated by the 
railroad company. 

2. The type cars we operated are dining, 
diner-lounge, bar lounge, buffet-parlour, 
snack coach, coach-buffet, tavern-lounge and 
observation. 

3. The average number of cars in daily 
operation is 180 ; we have a total of 212 cars. 

4. The average cost per revenue meal for 
the first six months of 1947 was $2.2213. 

5. Station restaurants and_ refreshment 
rooms are operated by parties having con- 
tracts with the railroad. 

6. Hotels are not operated by the railroad, 
except a few that have had to be taken over 
on account of default in their rentals. 

7. We have two classes of travel, one being 
in the so called, day coach and the other in 
the service that used to be operated by the 
Pullman Company, but which has been taken 
over by the railroad companies. In _ this 
latter service there is an extra charge per mile 
for a travel ticket and also an extra charge 
depending on the type of space that is 
occupied. 

8. The average revenue per revenue meal 
during the first six months of 1947 was 
$1.7044. The average cost per revenue meal 
was $2.2213, giving an average loss per 
revenue meal of $0.5169. 


Baltimore & Ohio Railroad 

1. The Baltimore & Ohio operates all of 
its own dining cars. 

2. The Baltimore & Ohio operates : 

Straight dining cars (equipped with dining 
room, kitchen and pantry only) ; 

Buffet-coach-lounge cars (equipped with 
service buffet for both hot and cold foods 
and refreshments, a cocktail-type lounge 
section, and a baggage-dormitory section 
with beds for 12 crew members) ; 

Café-club and café-parlour cars (equipped 
with kitchen, pantry, small dining room, and 
a section contiguous to the dining room in 
which parlour car or lounge accommodations 
are available) ; 

Observation dining cars (cars of the newest 
type with compact kitchen, pantry, bar and 
dining room, with contiguous modern lounge 
and * cocktail room ” facilities and observa- 
tion parlour); 

Reclining seat lunch counter cars (equipped 
with lunch counter at one end where a limited 
selection of both hot and cold foods are 
served as well as refreshments, and individual 
reclining seats for coach passengers) ; 

Also, a number of specialised diners, /.e., 
“tavern,” “* coffee shoppe,” “ snack *’ and 
the like, used for complementary service on 
our featured trains with “ straight” dining 
cars. 

3. We operate 99 cars of all types. 

4. Our net meal cost for the first six months 
of 1947 was $2.317, and net receipts for 
meals $1.606—a loss of approximately 7lc. 
for each meal served. The cost of meals to 
passengers varies in accordance with the 
amount ordered. We serve both a la carte 
and table d’héte meals, the latter ranging 
from 65 c. to $3.00. 

5. Our station restaurants and refreshment 
rooms are operated by firms not connected 
with the railroad. 

6. Only two hotels are owned by the com- 
pany and they are operated under contract. 

7. There is no class distinction in our din- 
ing car service. 

8. The profit from our dining car operation 
is not monetary, as may be ascertained from 
the answer to Question 4; it is derived from 
the goodwill engendered in our patrons 
through satisfaction with our meals and 
service. 
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Atchison, Tooeka & Santa Fe Railway 

1. Our dining car arrangements are all 
handled by Fred Harvey Incorporated which 
has a contract for operating this service. It 
not only handles our dining cars but operates 
several hotels along our property. 

2 and 3. The number of cars operated 
varies with the volume of traffic; however, 
at present we are operating 86 dining cars 
manned by 135 crews. 


4. Table d’héte meals: breakfast $1.15 


and up; luncheon $1.35 and up; dinner 
$1.35 and up. There is also an a la carte 
service. 


5. Station restaurants and_ refreshment 
rooms are operated by the Harvey Corpora- 
tion which is under contract. 

6. Hotels are also operated by the Fred 
Harvey people. 

7. We have, normally, three classes of 
travel, first class, intermediate, and coach. 

8. The dining car service is not operated at 
a profit. This is true of the service on 
practically all American railroads. 


Erie Railroad 

1. Operated by the railroad. 

2. Railroad-owned dining cars. 

3. Eleven. 

4. Minimum 4a la carte charge, 
person. 

5. Leased to a contractor. 

6. None operated by the railroad or by 
contractors. 
7. Pullman sleeping cars and coaches 
require first class railroad ticket. Railroad 
tickets valid in Pullman cars carry higher 
rates than those used in coaches. 

8. Generally operated at a loss. 


2> ¢ 
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Missouri Pacific Lines 

1. Missouri Pacific Lines owns and oper- 
ates its dining cars, the service being per- 
formed by a Dining Car Department in our 
Passenger Traffic organisation. 

2. In addition to dining cars, we also 
operate, on some of our trains, combination 
cars—dining-lounge, dining-parlour, — grill- 
coach cars, ete. 

3. At the present time the Missouri Pacific 
Lines owns a total of 84 of these cars. 

4. “Silver Platter’? breakfast, $1.25; 
luncheon, $1.80; dinner, $1.90; steak 
dinner, $3. There is also a la carte service. 

5. Restaurant and refreshment rooms in 
stations along the Missouri Pacific Lines 
are not operated by the railroad. This ser- 
vice, in our case, is provided by other com- 
panies. 

6. Neither does the Missouri Pacific Lines 
engage in the hotel business. 

7. We have two classes of travel accom- 
modations on our trains, e.g., first class, good 
in sleeping car accommodations on_ pay- 
ment of the sleeping car fare, and coach 
class. 

8. Due to the necessity of providing dining 
car service On some trains where at times 
travel is light,our over-all dining car operation 
results in a deficit. For example, in the 
year 1946, 1,435,149 meals were served, the 
average revenue was $1.57 per meal, expenses 
$1.94 per meal, with a net loss of $0.37 
per meal. 


Illinois Central Railroad 

1. Dining service on the Illinois Central is 
operated by our own railroad Dining Service 
Department. 

2. Dining and club cars, railroad owned. 

3. 27 dining cars; six club cars; two 
buffet cars; three buffet sleeping cars. 

4. 6 mo. 1947; average meal revenue, 
$1.24 ; average meal expense, $1.76; average 
meal loss, $0.52. 

5. Our railroad operates one station 
restaurant, that being our Chicago Central 
Station Dining Room and Lunch Counter. 
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Other station restaurants on our railroad are 
leased out. 

6. No hotels are operated by the Illinois 
Central. 

7. Our dining cars cater to all classes of 
travel; that is, coach, Pullman, and parlour 
Car. 

8. Dining cars normally operate at a loss, 
as indicated in answer to Question 4 above 


Chicago & North Western Railway 

1. Dining car service is provided directly 
by the railway company, and the activity is 
under the immediate supervision of the 
Superintendent of the Dining Car Depart- 
ment. 

2. The North Western operates dining 
cars, café cars, lunch-counter cars, and buffet 
cars. North Western emplovees do not 
dispense food or beverages in Pullman cars 
operated on our lines. 

3. The North Western operates 27 dining 
cars, nine café cars, five lunch-counter cars, 
and 17 buffet cars. 

4. The present cost of meal service, per 
dollar of dining car revenue, is as follows: 


Food cost : re ‘ nis 46 cents 
Supplements, including linen, laundry, room 

rent, silverware, ice, water, and fuel 
Crew wages en eve: 


From the above out-of-pocket costs you 
will note that our diningcar operations are 
conducted at a loss. The deficit is increased 
when such items as equipment, maintenance, 
and depreciation are considered. 

5. Station restaurant facilities on the 
North Western are operated by catering com- 
panies, under lease agreements. 

6. The North Western does not operate 
hotels, either with our own personnel, or 
under contract with outsiders. 

7. Three classes of travel are ordinarily 
available to the travelling public on American 
railroads, namely, (1) first class, which con- 
templates accommodations in parlour cars, 
lounge cars, or standard Pullman cars; 
(2) intermediate, which contemplates accom- 
modation in Pullman tourist cars; (3) coach 
accommodations. 

8. We assume that this question refers to 
our dining car services; as above indicated, 
our dining car operations do not return a new 
dollar for an old one. 


Lehigh Valley Railroad 

1. Dining and café 
operated by railroad. 

2. Dining cars and café lounge cars. 

3. Nine dining cars and seven café lounge 
cars. 

4. Dinner charges: soups 25 c., entrées 
from $1.30 to $1.80, steak dinner $2.25. 

5. Station restaurants are operated 
contractor. 

6. No hotels operated. 

7. Unrestricted class which is for travel 
in sleeping or parlour cars and coach class. 

8. Dining car and café lounge car revenues 
and expenses are not reported separately to 
any Government body and are not made 
available to the public. 


lounge cars are 


by 


Central Argentine Railway 

1. Full catering facilities are provided, 
in coaches directly operated by the railway, 
on the principal main-line steam services. 
A number of branch-line steam services are 
also provided with dining cars, but as these 
coaches incurred heavy losses when directly 
operated by the railway, they were leased out 
to members of the staff to run for their own 
account, with the payment by the railway of 
a small subsidy. 

No fixed catering accommodation is pro- 
vided on the diesel railcars operated by this 
railway, but light refreshments carried in 
portable equipment are made available to the 
public. These light refreshment services are 
also leased out. 
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2. The dining car services operated by the 
railway run between the following points: 
Buenos Aires-Rosario, 190 miles; Buenos 
Aires-Cordoba, 437 miles; Buenos Aires- 
Tucuman, 722 miles; Buenos Aires-Rio 
Cuarto, 385 miles. 

Amongst the branch line services with 
dining car accommodation (leased out), there 
is one between Cordoba and Tucuman, 410 
miles, whilst the others which radiate from 
Rosario and Cérdoba cover distances up to 
some 300 miles. 

4. The present tariffs for first and one-class 
categories is $3.00 per meal (equal to 3s. 6d.) 
the following courses being served :—soup 
or cold meats ; fish, omelette or other light 
dish; joint, steak, poultry or other entrée; 
fruit ; coffee or tea. 

Meals are served in second class at $2.00 
(equal to 2s. 4d.), but are limited to two 
courses selected from the above, plus fruit 
and coffee. 

The only supplements in force are for ser- 
vice to compartments, namely, $1.00 extra 
per meal (1s. 2d.) and a small surcharge for 
drinks and other items. These prices are 
controlled by the Government, without whose 
permission they cannot be altered. 

The two principal terminal station 
restaurants are run by the railway. The 
catering in other up-country station restau- 
rants or refreshment rooms, of which there 
are six, is sub-contracted. 

6. There are no hotels operated by this 
railway. 

7. Travel is normally confined to first and 
second class categories, though a “* one-class ~ 
type of accommodation is provided on cer- 
tain important trains, at fares slightly higher 
than second class. 

8. The dining car services have usually 
been run at a loss, which has latterly increased 

as a result of the granting of higher scales of 
wages to the staff. These losses have to some 


extent been lessened by takings at the 
restaurant, bar and kiosks at the Buenos 
Aires terminal station (Retiro) but the 


Catering Department as a whole nevertheless 
has been unable to show profits for many 
years. 


Buenos Ayres & Pacific Railway 
Purchase in general and catering ser- 
vices are performed by the railway company. 

2. Services in restaurant cars, bars, etc., 
and in the Pullman coaches are controlled 
by the Traffic Department. Passengers 
travelling in the Pullman cars who require 
tea, coffee, refreshments, etc., are attended 
by the waiters from the restaurant cars, but 
no meals are served in the Pullmans. 

3. The number of restaurant cars in service 
is: Summer, 23; winter, 20. 

4. Breakfast (consisting of coffee, 
and rolls) is charged at $0.40 myn. 
first and second classes. Passengers are 
charged $3.00 m/n. for luncheon served in 
the restaurant cars and a similar charge is 
made for dinner. Supplementary dishes are 
supplied at prices controlled by the Govern- 
ment tariff. Lunches and dinners are 
served in second class coaches at $2.00 mn. 
per meal. 

5S. The two principal stations on the 
B.A.P. Railway, namely, Retiro and Mendcza, 
have butfets operated by the company, whilst 
” buffets at other stations on the system are 

ented to concessionaires. 

6. In Argentina there is no railway station 
having an hotel as an annex. 

7. Trains in this country have first and 
second class coaches only and separate meals 
are prepared for each class. 

Restaurant car services are unprofitable. 


milk 
in both 


Central Uruguay Railway 
1. Sub-contracted on rental to the Monte- 
video Trading Company under direct railway 
supervision. 
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2. Six restaurant cars and two buffet cars 
(property of Central Uruguay Railway), also 
one Pullman car (in summer only) and 35 
motor coaches, owned by the Uruguayan 
State Railways, but running partly over 
> Company’s system. 

. In total 44 units. 
Table d’héte meals in :-— 


Equivalent in 
Uruguayan English currency 


currency at current rate 
of exchange 
Ist 
$3 Ea ¢ 
Motor coaches ... 2-00 05 3 
Restaurant cars 2-50 0 6 6 
Pullman — 3-00 080 
2nd 
Motor coaches ... 1-35 03 6 
Restaurant cars 1-75 0 4 6 


Pullman 


5. There is only one restaurant combined 
with refreshment room located in Central 
Station and sub-contracted on rental to the 
same company. 

6. No railway hotels. 

7. First and second class in both trains 
and motor-coaches—Pullman first class only. 

8. Run at a profit without subsidy. 
Separate accounts for catering not published. 


New South Wales Government Railways 

1. Except for a few stations at which the 
demand is insufficient to warrant the estab- 
lishment of departmentally controlled refresh- 
ment rooms, the whole of the catering is con- 
ducted by this Department. The exceptions 
referred to number approximately a dozen. 
At these stations a permit is issued to a reput- 
able local resident, at a nominal or moderate 
rental (ranging from Is. to 25s. a week), for 
the sale of light refreshments from a stall or 
small room on the platform. One or two on 
the permits include the right to sell Australiaf 
wines, but the majority of them are for the 
sale of light refreshments only (tea or coffee, 
with meat pies, sandwiches, etc.). 

2 and 3. Light meals and light refresh- 
ments are provided on ten “ Daylight ~ 
express trains running between Sydney and 
Canberra (203 miles), Albury (399 miles), 
Dubbo (287 miles), Parkes (277 miles), 
Armidale (360 miles). The same service 
is also provided between Parkes and Broken 
Hill (422 miles). In addition, light refresh- 
ment services only are provided on ten other 
trains running shorter distances than the 

Daylight’ expresses, namely, between 
Sydney and Newcastle (104 miles), Cessnock 
(136 miles), Nowra (95 miles), Moss Vale 
(88 miles), Goulburn (138 miles), Mt. 
Victoria (79 miles). 

A light refreshments service is also pro- 
vided on the *“* Up” and ‘“* Down ” Brisbane 
Limited Expresses. 

Female staff are employed for all the fore- 
going services which are prepared in buffet 
compartments marshalled in the centre of the 
train, the passengers being served at their 
seats. 

There are no dining cars at present in 
operation on this system, but several new air- 
conditioned buffet cars are under construc- 
tion and it is expected to have them in 
operation in the near future when a very 
much improved service will be provided. 
The catering including three-course meals 
(soup, hot entrées, meat and poultry, salads, 
and sweets), as well as cereals, grills, light 
refreshments, etc. 

All sleeping cars are entirely owned and 
operated by the Department. At the present 
time 106 of these cars are in service. 

4. Train buffet services; light refreshments 
train service 1$; dinner (hot service), $2; 
refreshment room service: chops and steaks, 


2s. 3d. to 2s. 6d.; joints, 2s. 3d.; desserts 
and sundries, 6d. 
5. Station restaurants and refreshment 


rooms are operated by the Department and 
located at Central, Wynyard, five suburban 
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stations and 45 country stations, in addition 
to which there are several kiosks at Central, 
Wynyard and city railway stations for the 
sale of tobacco, cigarettes, confectionery, 
etc. 

Australian wines only are sold at the 
metropolitan and suburban rooms, and at 
two of the country refreshment rooms. All 
the other 43 country refreshment rooms offer 
full bar service. 

6. Public bedroom accommodation is pro- 
vided at seven country refreshment room 
stations in New South Wales—Moss Vale, 
Yass Junction and Junee, on the south; 
Wellington on the west; and Newcastle, 
Muswellbrook and Werris Creek on the 
north. 

At all of these ** accommodation * rooms, 
meals, light refreshments and full bar services 
are also available, the whole, including the 
bedroom services, being operated by the 
Department. 

The charges for the bedroom accommoda- 
tion are : rooms containing one bed (double 
or single), 4s. 6d. per person per night; 
rooms containing two single beds, 4s. per 
bed per night. 

7. First and second class travel is avail- 
able on all country rail services, but no dis- 
tinction is made between first and second class 
passengers in so far as train catering services 
are concerned. 

8. For several years prior to the last (1946- 
47) financial period the railway refreshment 
room services in this State have been con- 
ducted at a profit, but a loss was incurred on 
the last 12 months trading due to basic 
wage increases and generally higher operating 
costs. 

It is anticipated that the moderate increases 
in various service charges, to apply as from 
September 1, 1947, will offset this loss on 
trading during the present (1947-48) year. 


Victorian Government Railways 

1. Operated by this railway. 

Restaurant cars; Pullman cars, 
Prk and buffet cars. 

3. Before the second world war, we had 
two dining cars and three buffet cars in 
service. However, due principally to staff 
shortages since the end of the war, we have 
been able to run one dining car only, with 
12 tables, each seating four persons. For 
the same reason, there is only one buffet car 
in service with 27 seats at the counter. 

4. Dining car: Dinner, normally Ss., 
austerity price, 4s; breakfast, normally 3s., 
austerity price 2s. 6d.; sandwiches or cake 
with tea or coffee Is. Buffet car: Sand- 
wiches or cake with tea or coffee, 9d.; meals 
from Is. 6d. 

5. Station refreshment rooms are operated 
by the railway. Rooms sell meals, light 
refreshments, malted and spirituous liquors, 
tobacco, cigarettes, confectionery, fruit, fruit 
juice drinks, aerated waters, newspapers and 
magazines. 

6. There are no hotels at railway stations. 
However, this railway controls two guest- 
houses, one at Mount Buffalo National Park 
and the other at Mount Hotham, both being 
situated in the north-eastern alpine portion 
of Victoria. 

7. First class ; second class ; also sleep- 
ing cars and one parlour observation car. 

8. Dining car: In most years, yes, at a 
profit; in 1946-47, no profit. Buffet car: 
Yes, at a profit. Refreshment rooms: Yes, 
at a profit. 


etc. 5 


South Australian Railways 

1. The railway refreshment rooms on the 
S.A. lines are operated departmentally. 

2 and 3. At present we have only one 
car, and this is a new type cafeteria car 
which was put into operation on August 6, 
1947. 

4. Prices charged on the cafeteria car : 





4? 
Hot or cold dishes Is. 6d. ; sweets 6d. ; 
light refreshments 3d. to 6d. 

5. All refreshment rooms on our system 
are operated by the Department and it is 


not the practice to lease any rooms to 
contractors or lessees. 

6. We have no railway hotels on _ this 
system. 


7. First and second class travel is available 
on country lines. On metropolitan and 
suburban services are one class. 

8. The railway refreshment rooms, book- 
stall and cafeteria car on this system are 
operated at a profit, and the figures are 
published yearly in our annual report. 


Queensland Government Railways 

1. The catering is run by railway with 
exception of certain small and unimportant 
refreshment rooms and tea stalls which the 
Department could not operate economically. 

2. The services operated are refreshment 
rooms and dining cars. 

3. Five cars are operated. 

4. Cost of meals is—2s. 6d. per three- 
course meal, 3d. each for light refreshments, 
i.e., cup of tea, coffee, cocoa, sandwich, 
scone, bun, etc. 

5. Station restaurants and_ refreshment 
rooms are operated by the Railway Depart- 
ment. 

6. Hotels are not operated by this Depart- 
ment. 

7. Classes of travel are first and second. 

8. The services are run at a profit, and the 
results are disclosed in the Commissioner’s 
report which is presented to Parliament 
annually. 


Western Australian Government 
Railways 

1. Until recently all the catering rights on 
this system were leased to private individuals, 
but commencing in September, 1946, pursu- 
ant to a decision of the Government of this 
State that as a principle the refreshment 
services should be operated departmentally, 
there has been a gradual taking over of the 
major units. 

Up-to-date refreshment rooms at twelve 
stations, and the dining cars which operate 
on the Eastern Goldfields line have been 
absorbed. 

2 and 3. There are five dining cars now 
in service and the construction of two new 
dining cars each to be serviced from a 
separate kitchen car is in hand. A _ buffet 
car will also be included in a new day train 
now under construction for use on the South 
Western Line. 

4. Meals Dining cars—dinner, 3s. 6d. ; 
breakfast, 3s. Dining room at Kalgoorlie— 
same as cars. Dining rooms—Country, 
lunch and dinner, 2s. 6d. ; breakfast, 2s. 
Dining rooms—Metropolitan Area, Meals, 


Cup of tea, coffee or 

milk, 3d.; scone 
meat pie, 
cake 


<s. 

Light Refreshments 
cocoa, 3d.; glass of 
with butter, 3d.; sandwich, 4d. ; 
4d.; sausage roll, 3d.; apple pie, 2d.; 
—slice, 4d 

5. See above (1). 

6. This Department is not interested in 
any hotels. 

7. First and second class. 

8. The conducting of refreshment services 
departmentally has not been in operation 
sufficiently long to gauge the financial posi- 
tion ; in fact, the change is still in process 
of being effected. However, it is anticipated 
that services will be carried out at a profit. 


Tasmania Government Railways 
1. The catering for railway restaurant cars 
is run by the railway, but catering for refresh- 
ment rooms is sub-contracted. 
. Restaurant cars are operated. 
Six cars operated. 
4. The present average cost of meals is 1s. 


wth 
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5. Station restaurants and refreshment 
rooms are operated by contractors. 

6. No hotels are operated by the railway. 

7. There is only one class of travel on the 
Tasmania Government Railways. 

8. Railway buffet services are run at a loss. 


East Indian Railway 

1. Catering services on this railway are 
not worked departmentally but are given in 
contract to approved professional caterers. 
These services are sub-divided into the 
following groups : 

(i) Refreshment rooms and restaurant 
cars for European style food. These are 
normally meant for first and second class 
passengers. 

(ii) Refreshment rooms for Indian style 
food separately for Hindus and Moham- 
medans. 

(iii) Fruits, tea and food stalls for the 
supply of a variety of Indian dishes includ- 
ing sweetmeats. Such stalls are provided 
for in third class waiting halls, or on 
platforms and stallholders are permitted 
to employ a suitable number of hawkers 
who ply on platforms to meet primarily 
the needs of the poor class passengers. 
In the case of item (i) above the contract 

for the entire railway is given to a European 
firm which has rendered satisfactory service 
for many years. Contracts under items (ii) 
and (iii) have been given to 

(a) Area contractors serving all stations 
in a certain area. 

(6) Contractors for 
stations only. 

The principal conditions governing such 
contracts are as follows : 

(a) The necessary accommodation for 
refreshment rooms and stalls is provided 
by the railway on nominal rent to be paid 
by the contractors. 

(5) All furniture and other equipment 
is required to be supplied by the contractors 
themselves. 

(c) No licence fee or other charges are 
recovered from the contractors, but each 
contractor is required to deposit a certain 
amount as security with the railway to 
provide for the recovery of penalty charges 
in the case of unsatisfactory working or 
for breach of terms of the contract. 

(d) Free passes are issued for the journey 
of supervisors and other staff of the 
contractors as may be considered necessary 
by the railway. 

(e) The rates at which the contractors 
are to supply meals and other foodstuffs 
to the passengers are fixed by the railway 
in consultation with civil authorities to 
ensure that passengers are not made to 
pay prices higher than the ruling prices 
in the localities concerned. These rates 
are revised from time to time as conditions 
may warrant. 

(f) The railway administration exercise 
general supervision over the working of the 
contractors through its officials of the 
commercial and medical departments in 
respect of the quality of food, service and 
general cleanliness, etc. The sale of 
foodstuffs at stations is also subject to the 
prevention of adulteration of food Acts 
of the Provinces concerned. 

(g) The period of the contracts in the 
case of refreshment rooms is limited to 
three years. All contracts are normally 
renewed after their expiry, provided the 
working of the contractors concerned is 
found to be satisfactory. In the case of 
unsatisfactory working, the contracts are 
terminable without any notice. 

2. We have restaurant car services which 
are operated on mail trains only between 
(a) Calcutta and Bombay ; (6) Calcutta and 
Delhi ; and (c) Calcutta and Lahore. 

3. There are at present 12 restaurant cars 
in use on this railway. The furniture and 
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fittings in these cars are supplied by the 
railway but other equipment is required to 
be provided by the contractors. 

4. The charge for an Indian style vegetarian 
meal is Rs. 1.8.0 and that for a non-vege- 
tarian meal is Rs. 1.12.0. Charges for 
European style meals in refreshment rooms 
and dining cars are : 


Refreshment Dining 
rooms cars 
(a) Breakfast... Rs. 2 Rs. 2/8 
(b) Lunch dew 2 2/8 
(c) Dinner “ee 28 3/8/- 
5. The station refreshment rooms are 


operated by contractors. 

6. No hotels are operated by 
Indian Railway. 

7. There are four classes of travel now 
available, e.g., first, second, inter, and third. 
In addition, air-conditioned services for 
which a supplementary charge over and above 
the first class fare is levied, are provided on 
the Calcutta-Bombay and. Calcutta-Delhi 
trains. 

8. As catering services on this railway are 
operated by contractors, some of whom have 
held the contracts for several years, it is 
presumed that they are run at a profit. 


Bombay, Baroda & Central India 
Railway 

1. Catering is not run by the railway, but 
is entrusted to contractors who pay annual 
licence fees fixed by the railway. 

2. Restaurant cars in which European type 
meals are served. Besides this, on certain 
broad-gauge train services, facilities are 
provided to catering contractors to cook 
Indian type meals, both vegetarian and non- 
vegetarian. These are served to passengers 
on those trains. 

3. Restaurant cars 
four on metre gauge. 
meal kitchenettes—four 
only. 

4. European type meals cost Rs. 2 each 
for breakfast and lunch and Rs. 3 for dinner. 
Indian type meals range from Rs. | to 
Rs. 1.14 ; sundries are, of course, cheaper 
(one rupee represents about Is. 6d.). 

5. Station restaurants, refreshment rooms 
and stalls are operated by contractors. 

6. There are no hotels owned by the rail- 
way or operated by it but at certain impor- 
tant stations first and second class passengers 
can have single and double rooms. The 
rates vary from Rs. 2 to Rs. 3 for single rooms 
and Rs. 3 to Rs. 8 for double rooms. 

7. First, second, inter and third. In 
restaurant cars passengers holding inter or 
third class tickets desiring to take meals 
are charged the difference between the fare 
of the class of ticket held and second class 
fare for the distance that the passenger 
travels in the restaurant car. 

8. This question does not arise. 


Madras & Southern Mahratta Railway 

Indian style catering is run by the 
railway. European style catering is run by 
a firm of contractors. Small platform 
stalls are operated at the majority of stations 
by individual local contractors. These sell 
petty items of refreshment and cigarettes 


the East 


-Two on broad gauge ; 
Number of Indian 
on broad gauge 


and do not encroach on the functions of 


refreshment rooms. 

2. Restaurant cars serving European style 
meals run for short periods covering meal 
times. Eight such services operated. 

Refreshment compartments for serving 
light Indian style refreshments, tea and coffee, 
are provided in a limited number of third 
class vehicles and these run over long 
distances. Fourteen such vehicles in opera- 
tion. 

3. See above. In case of restaurant cars, the 
same car covers a journey in the up direction 
and journey in the down direction. 

4. The present cost of meals served 
Indian style refreshment rooms is : Ordinary 
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yezetarian meal, Rs. 0.6.6 ; special vege- 
tarnan meal, Rs. 0.12.0; ordinary non- 
yegetarian meal, Rs. 0.6.6. 


he present cost of meals (first and second 
class) served in European style refreshment 
cars is as follows : Breakfast, Rs. 2.0.0 and 
Rs. 1.4.0; lunch, Rs. 2.0.0 and Rs. 1.4.0 ; 
afternoon tea, Rs. 0.12.0 and Rs. 0.12.0 ; 
dinner, Rs. 2.12.0 and Rs. 1.12.0. 

These cars are provided for use of first and 

second class passengers and _ passengers 
travelling in lower classes are called on to 
pay difference in fare between that of the 
class in which they are travelling and second 
class fare for the distance which they occupy 
the restaurant car. 
5. There are 24 Indian style vegetarian and 
5 non-vegetarian refreshment rooms. These 
are operated by the railway. There are 37 
European style refreshment rooms operated 
by a firm of contractors. 

6. No. 

Position is shown in preceding replies. 

The Indian style refreshment rooms 
are intended as an amenity for the travelling 
public and are expected to pay their way. 
Accounts are available. 

The European style catering is done by a 
firm of contractors and information is not 
available. 

Platform stalls are rented out for licence 
fee and are obviously run at a profit by 
Jocal contractors. 


Bengal-Nagpur Railway 
1. The entire catering of the railway is run 
as under : (a) European catering. (5) Indian 
catering. European catering is run by the 
railway’s own Catering Department and 
Indian catering is run on contract by experi- 


enced Indjan_ contractors (Hindu and 
Mohammedan). 
= 


2. (a) We have restaurant car service on 
the Up and Down Calcutta-Madras and 
Calcutta-Bombay Mails for service of meals 
in European style for upper class passengers 
only. There are also refreshment rooms 
at important stations for service of meals in 
the same style. (b) There are also refresh- 
ment rooms and tea stalls in Hindu and 
Mohammedan style for passengers who 
preter meals in that style. 

3. There are altogether seven restaurant 
cars in service. 

4. Hindu, Mohammedan and European 
Style. Catering provided : first class, IR. 
6A. ; second class, 12A. ; third class, 10A. ; 
fourth class 6A. 

5. Please refer to reply against item 1. 

6. The railway runs two hotels, one 
Puri and the other at Ranchi. 

The classes of travel available on this 
railway are first, second, inter and third. 

This railway’s catering services, includ- 
ing our restaurant-car services, have on the 
whole been run at a profit in the past, ie., 
up to the year 1943-44. They have, however, 
been run at a loss since 1944-45 as will be 
seen trom the following tables : 


at 


Year Profit Loss 

1939-40 Rs. 3,437 

1940-41 Rs. 16,989 

1941-42 Rs. 29,431 

1942-43 Rs. 46,133 

1943-44 Rs. 1,36,214 

1944-45 Rs. 3,444 

1945-46 Rs. |,86,344 

The shaseined loss in working of our 
catering branch during 1945-46, namely, 


Rs.1,86,344/-, is mainly attributable to the 
value of grainshop concessions afforded 
to the staff of this railway (resulting from 
this Administration financing part of the 
ever-increasing cost of foodstuffs supplied at 
these grainshops under the food rationing 
arrangements now in force). It is also 
partly due to less patronage for our restaurant 
cars and less profits realised from the sale 
of alcoholic drinks brought about by ration- 
ing conditions. 
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Great Indian Peninsula’ Railway 

1. On this railway, catering is not handled 
departmentally, but is done by contractors, 
who pay a nominal rent and licence fee, 
rentals being to some extent based on the 
importance of each station. There are three 
styles of catering, namely, European, Hindu 
and Mohammedan, and facilities are provided 
in accordance with the demands. Hindu 
refreshment rooms provide both vegetarian 
and non-vegetarian meals. 

2. The following services are operated : 

(i) European style dining cars run on all 
mail trains, for the benefit of upper class 
(first and second) passengers. 

(ii) Buffet cars are run on certain trains 
between Bombay and Poona, and a refresh- 
ment car for third class passengers also 
runs between Delhi and Balharshah on 
the Grand Trunk Express. 

(iii) No Pullman Cars are in use. 

3. 17 European style dining cars, five 
Indian refreshment cars and two buffet 
compartments are operated. 

4. Both table d’héte and a la carte meals 
are provided. The charges for European 
style meals vary as indicated below : 


Equivalent to : 
£ d. 


> 


First class 


s. As. Ps. s. 
Table d’Héte breakfast = 2 © 0 3 3 
* os lunch ia, meee a | a ae 
o ” dinner, hot a 2 ©@ 049 


In accordance with Government Rationing 
orders, meals are at present restricted to 
three courses. There are no supplementary 
charges. The maximum charge for an 
Indian style meal is Rs. 1.4.0 (Is. 11d.), 
but there is a large variety of Indian dishes 
available at a cost of a few annas each. 

5. As indicated in (1) above, all refresh- 
ment rooms are operated by contractors and 
not by the railway. 

6. No railway hotels are maintained. 

7. Although the railway provides for four 
classes of passenger travel, namely, first, 
second, intermediate and third, the facilities 
provided in the dining cars are only for the 
use of first and second class passengers, with 
the exception of the dining car run on the 
““Grand Trunk Express,” which caters 
for third class passengers. At all principal 
and junction stations, both European and 
Indian style refreshment rooms are available, 
which in practice, cater generally for upper 
class passengers. Food stalls cater chiefly 
for third-class passengers. 

8. As explained in (1) above, the contrac- 
tors pay a nominal rent and licence fee, and 


the railway is not concerned with the 
question of profit and loss. The prices for 
meals are based on market rates. 


South Indian Railway 


1. A few of the Indian refreshment rooms 
alone are managed by the railway. The other 
Indian refreshment rooms, Mohammedan 
refreshment rooms, European style refresh- 
ment rooms, vending edibles, fruits, etc., on 
the platforms and in stalls are all let out on 
contract. 

The European style refreshment rooms are 
run by Messrs. Spencer & Company in the 
premises constructed by the railway on a 
nominal fee. 

The Indian refreshment rooms and 
Mohammedan refreshment rooms at stations 
are run by different contractors, chosen for 
their suitability from among applicants, in 
the premises of the railway wherever provided 
and in the premises erected by the contractors 
themselves, where possible, on a licence fee 
fixed in accordance with the importance of 
the station, traffic offered, and profit likely 
to be made. 

The vending of edibles, fruits, etc., on the 
platforms and from stalls is entrusted to 
individual contractors on a licence fee, the 


43 


number of stalls and contractors depending 
on the importance of the station. 

2. There are a few European style dining 
cars now running on this railway managed 
by Messrs. Spencer & Company and no 
Indian dining car or Pullman car. The 
Indian dining cars will be introduced as soon 
as normal conditions are restored. 

Aerated waters salesmen’s services under- 


taken by Messrs. Spencer & Company 
operate on important trains. 

3. Four on four trains. 

4. First class dinner on dining car, 
3R. 4A. ; in refreshment rooms, 2R. 12A. 
Vegetarian meals : Breakfast, 2R. ; lunch, 
2R. ; dinner, 2R. 8A. 


5. See answer to question (1) above. 

6. There is no hotel on this railway. A 
few retiring rooms are provided in the more 
important stations wherein passengers and 
intending passengers can remain for a fixed 
period on payment of the charges fixed. 
Such stations have catering facilities which 
can be requisitioned under the usual condi- 
tions. The retiring rooms are under the 
control of the railway only. 

I, If and ITI only except an intermediate 
in two trains. 

8. The catering services are generally run 
at a profit though the aim is to afford good 
service without incurring a loss. 


South African Railways 
All restaurant cars (dining saloons) 
are conurolled and operated by the Catering 
Department of the South African Railways. 
Dining saloons (24 and 44 seaters) 
buffet cars (12 seaters) kitchenettes for ser- 
vice of refreshment to natives. 

3. The Devartment controls a fleet of 

105 dining cars, of which an average of 
79 are in service at any one time, the 
balance being in the mechanical workshops 
for overhaul or standing by for emer- 
gencies. 
. The de luxe train, popularly known 
as the “Blue Train” operating twice 
weekly between Pretoria and Cape Town, 
a distance of 999 miles, consisting of 
special de luxe saloons of the air-condi- 
tioned type, has a special table d’héte and 
a la carte tariff. Prices for the former are: 
breakfast, 3s. 6d., luncheon, 4s., and dinner, 
4s. 6d. The tariffs charged on ordinary 
trains for table d’héte meals are: break- 
fast 2s. 9d., luncheon, 2s. 9d. dinner, 4s. 
There is also an a la carte service. 

5. There are 33 refreshment rooms de- 
partmentally staffed and directly controlled 
by the Catering Devartment of the South 
African Railways. Twenty-seven of these 
serve meals and light refreshments and are 
fully licensed. There are four fully 
licensed refreshment rooms where meals 
are not served, but which have light re- 
freshment facilities and two refreshment 
rooms which serve light refreshments only. 
In addition, there are 270 sub-let conces- 
sions on stations at which milk, fruit and 
light refreshments are obtainable. These 
are leased to concessionaires at monthly 
rentals and are obtained by public tender. 
They are personally conducted by the 
lessees but are subject to suvervision by the 
inspectorate staff of the Department. The 
tariffs conform to those of the Department. 

6. There are no railway hotels. 

7. De luxe (on certain routes). first and 
second class accommodation is available 
for Europeans and first, second, and third 
class is provided for non- Europeans, 

8. The Administration’s catering  ser- 
vices are regarded as a necessary adjunct 
to the main transport service and although 
efforts are made to ensure that there is 
some relationship between revenue’ and 
expenditure, the financial results of the 
service are not the primary consideration. 
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4 ; ee 3%” thus increasing the gas passage area at 
The Pennsylvania Railroad “Q2” Class that point from 9 to 13-6 sq. ft. 

Locomotive—1 The information given by the present 

article is based on these trials, and the 

Trials at various speeds and rates of admission test data given by tables 1. 2, 3, 5, and 6, 
arried ith erful 4-4-6 4 freight loc tents relate only to the high-power tests at the T 

carried out with a powerful 4-4-6 4 freight locomotive speeds in r.p.m., to which reference al- 

- ready has been made. The powers shown 

By E. C. Poultney, O.B.E., M.I.Loco.E. are the highest obtained throughout all 

the tests. 


[ NX the December 27, 1946, issue of was discharged into the feed heater, and P 
The Railway Gazette, the author de- comprising tests made at 200, 240, 280, Boiler Performance ; 
scribed some powerful four-cylinder freight and 300 rp.m., with and without the Some of the principal items relating to 
locomotives designed by the Pennsylvania firebox air induction tubes in action, and the performance of the boiler are shown by 
Motive Power Department, and built at with the front-end draughting arrangement Tables I, II and III]. The gra»h, Fig. 1, 
the Juniata Shops, Altoona, Pa. The pre- modified by removing the deflector plate shows how the boiler and combustion effici- 
sent contribution will give some informa- below the front edge of the table plate, ency vary with the rate of firing coal “as 

tion concerning the performance of one 


of these locomotives, as determined by a BOILER AND COMBUSTION EFFICIENCIES 


























series of tests carried out on the testing 80 | * WITHOUT INDUCTION TUBES | 
plant at Altoona, and is based on data ae x WITH 2 = | 
courteously supplied by Mr. H. T. Cover, no 
Chief of Motive Power, Pennsylvania | firec 
Railroad. + hr. 
a eva] 
Two Series of Tests = base 
The tests made with locomotive No. _ have 
6175, were in two separate series. each “ ‘ 30,0 
of which comprised trials at various speeds = and 
and rates of admission. The first series Zz tain 
* consisted of tests made when the exhaust — wate 
steam from the feed-heater hot-water rd the 
pump was turned into a condenser, and u bee! 
then‘another when the exhaust was dis- 40 =a | | ee 
charged into the heater. These tests were | | [- | ome cane: 
made with and without induction tubes | 
admitting supplementary air into the fire- | | 











box above the fuel bed, and with the | 
smokebox draughting arrangement as de- 80 100 120 140 160 180 200 220 240 250 


COAL AS FIRED LB. PER SQ.FT. OF GRATE AREA PER HOUR 





signed. : : 
A second series of trials was made, ? ae 
during all of which the feed-pump exhaust Fig. 1—Boiler and combustion efficiencies 
TABLE | BOILER PERFORMANCE WITH AND WITHOUT INDUCTION TUBES 
Air through Draught Coal fired, Ib. Equivalent 
ecauncint aonere Excess per hour Evaporation Mean : Boiler 
Test No. aie. etitieabok. air, per Ib. of per hr. boiler press, efficiency, 
per hr.-!b. n. of water ai dry coal fired, !b. per sq. in. Per Cont. 
Total per hr. Ib. 
200-25 —F 
1740 23,109 1-5 32:8 24,544 10,519 8: 86,805 293 59:1 
1755 26.446 1-8 32:8 24.410 12205 7-7 90,859 296 57-4 
1730 0 | 9 32 3 24,935 11,508 8-0 87,729 295 54:8 
i751 0 2-1 25-1 22,331 11355 8-4 92,275 293 51-4 
240 30 —F 7 
1739 26,153 | 9 37-6 24,042 14,425 7:8 108,878 « 203 54:1 
1760 28,744 2:3 26-9 25,364 15,218 7:7 111,725 296 57-5 
1731 0 2:5 29-6 25,398 13,853 79 106,006 294 53-6 
1750 0 2:8 21-8 24,000 14,400 7:9 110,089 294 57-9 
‘ 
280 35 -F 
1741 39,480 2 6 30-2 26,590 19,943 7:1 136,213 293 51-9 
1735 0 3-3 16-1 27,000 20,250 7-1 135,470 294 49-2 
TABLE [i|-BOILER PERFORMANCE COAL FIRED AND WATER EVAPORATED 
Coal as fired, ib Dry coal fired, Ib Water evaporated, Ib. Superheated steam, Ib. ti 
Test i] 
Test No. designation " ail ‘ ne r 8 
ba er sq. ft.o er sq. ft.o er sq. ft. of ; Per sq. ft. of Per Ib. = 
Per hour grate area Per hour grate area Per hour heating surface Per hour heating surface dry coal fm 
} | Without Induction Tubes | 
} | } 
1732. | «-200-40-F =| ‘17,205 14-4 | 16,699 137-2 101,821 | 10-57 | 98,952 10-1 5-9 
1749 240:47-F 25.350 208-3 24,437 200-7 137,479 14-1 | 1341476 13-7 5.5 
1729 280-40-F 24,000 197-2 23,018 189-1 131,351 13-4 128,108 13-1 5-6 
748 300-42:F 30,000 246°5 28,524 234-4 135,988 13-8 133,046 13-6 4:7 
With Induction Tubes 
1755 200-25-F 12,205 100-3 11,822 97-1 74,206 7-6 71,871 7:3 6:1 
1747 240-47-F 28,791 236-6 27,438 225°4 130,871 13-28 127,451 13-0 4-6 
1745 280: 42:F 27,180 223-3 25,535 | 213-1 128,379 13-1 125,275 12-8 4:8 





Rate of evaporation per sq. ft. of heating surface based on fire side surfaces evaporative and superheater combined. 
Test designation shows r.p.m., cut-off nominal, and throttle opening F equals full open. 
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a at TABLE I11_BOILER PERFORMANCE-EFFICIENCY AND HEAT DISTRIBUTION PER CENT. OF HEAT UNITS IN COAL FIRED 
esent Heat balance 
1 the 
Pa Tuer No Boiler Loss of heat due to Coal burned per Combustion Absorption 
t the ” y efficiency, cent, of coal fired efficiency efficiency 
e al- per cent. — 
hown External Coal Carbon Heat in 
t all } radiation unburned monoxide smokebox gases 
| | 
Without Induction Tubes 
ig to f 1732 52:0 2-60 33°4 0-82 11-18 66-60 65-78 83-0 
m by 1749 49-8 2-49 36°22 1-14 10-35 63-78 62-64 83-5 
a 1729 | 49-3 2-47 36-68 0-72 10-83 63-32 62-60 82-7 
* l, 1748 42°6 2-13 44-20 2-40 8-67 55-80 53-40 83-8 
effici- 
las With Induction Tubes 
: 1755 57:4 2-87 27-34 0-31 12-08 72-66 72-35 83-3 
1747 44:7 2:24 41°76 1-10 10-22 58°26 57:16 82:1 
1745 46-9 2-35 39-88 0-89 9-98 60-12 59-23 83-2 
| | { | 
fired” Ib. per sq. ft. of grate area per effect on the boiler output by admitting an supplied by the induction tubes for the 
hr. From table 2, “Coal fired and water auxiliary supply of air into the firebox tests shown ranged from 23,109 to 30,480 
Bs evaporated,” the hourly rates of firing above the fuel bed, thirty-five 2 in. od. Ib. per hr. It is interesting to note that 
i based on the coal “as fired,” are seen to tubes were put in each side of the firebox. with the tubes in action, there is a slight 
» have varied from 12,205, to as much as_ These increased the area of all air inlets reduction in the firebox draught, which 
© 30,000 Ib. of coal, and that the minimum above the fuel bed from 0-04 to 1:19 sq. of course, might be expected. There also 
» and maximum rates of evaporation ob- ft. Particulars of the results obtained is shown an increase in the excess air, 
x tained were 74,206 and 137,479 Ib. of “with” and “without” the induction which again is what would be expected, 
» water per hr. respectively. The latter is tubes in use are given by Table I. though the difference is small at low rates 
i the highest rate cf evaporation that has In the case of each of the tests com- of firing, increasing as the quantity of coal 
rf been recorded. . pared, the amount of coal fired per hr. is fired is augmented. J 
ie For the purpose of determining the closely the same. The total weight of air The admission of secondary air through 
er 
ncy, 
ent. 
l 
4 
3 
4 
5 
- 
“ 
; General view of the Pennsylvania Railroad 4-4-6-4 class ‘*Q2” locomotive 
300 LB. PER SQ.IN. 
1c 
To \ 
WATER 19200 GAL. COAL 33:5 TONS 
er Ib. Ze 4 , Eos 
| = Pers e ee am as am Be 
seis Zz | 7 SS 7 3.0" C7 G2ity 33 1 3 
_ ta fale ee CYLRS 2334” DIA. cyLAs 1% ‘DIA. 
4 | 4 12.9'---- 25.3 f oo -14.1g---— | | | | x 29°STROKE | | 28” STROKE : 
5-9 ; | 5.4 e ---- 13.9 --- +e ----11 6 > -- te ----- 13,9" --- +e 8.054 "9-7, 196 "24-5'6 70 ---9. 7-H ----7---- 26'4%"----4 heen seso%-70" 
5-5 ; 6.6% "== --=--- "5-38, 6-9-4 ~---" 15.2 --- ++ ---4-+------}-----b---- 537 54"---4 bata {......- is 0.4%" 
29 )-----| 22 ---- 2s nen nn =} = 8-3-2 + - = on oT === 4-----}----- | Sees 4----- | ees 4 
| | 
TE OREN RES: “ie OO AN SOI ists TEAS BARE STR es) oe i 
; f | 
a | | | | | | | | | | 
él & j 287.7C.1Q. j 34T.19C.0Q.| 3S7I2C.1Q. | — 42T.176.20. 
=a BS WEIGHTS IN _ 90T.12C.2Q. 97T.15C.2Q. 29T.14C.0Q. 357.2C.2Q.  %T.lIC.2Q. 35T3C.3Q. 
2 en 188T.8C.0Q. TOTAL WEIGHT OF ENGINE AND TENDER=464T.15C.3Q.  276T.7C.3Q. 


Diagram showing principal dimensions and weights of the locomotive 
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the induction tubes does not appear to 
have any marked effect on the equivalent 
evaporation per Ib. of coal fired, or on 
the boiler efficiency, the latter again being 
made evident when the graph, Fig. 1. is 
examined. 

This shows the boiler and combustion 
efficiencies with and without the extra air 
supply, and the plotted points do not seem 
to indicate any material differences. In 
other words, the lines as drawn appear to 
be representative of all the tests. 

The plotted points applv to 22 different 
tests, 11 with, and 11 without the extra 
air supply, and in all instances with the 
modified front-end as already mentioned, 
and the feed-pump exhaust steam turned 
into the heater, which is the normal 
method of working. 


Efficiency of Heat Distribution 

The efficiency of the heat distribution is 
given in Table III. The boiler efficiencies 
are based on the temperatures of the feed 
water as delivered by the feed-water 
heater. 

During tests 1729 and 1749, the feed 
supplied by the heater was supplemented 
by occasional use of the injector, and 
for tests 1745, 1747, and 1748 the injector 
was used continuously, the rate of 
evaporation being beyond the capacity 
of the feed heater alone. These are, how- 
ever, high power tests, and for normal 
rates of power output the heater can pro- 
vide all the feed water required. The 
interesting points brought out by the heat 
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balance are the comparatively low smoke- 
box losses, and the small heat losses due 
to the formation of carbon-monoxide gas, 
which is usually below one per cent. The 
principal factor controlling the efficiency 
of the boiler is, as usual, the efliciency of 
the combustion process, largely deter- 
mined by losses due to unburned or par- 
tially burned fuel escaping from the fire- 
box. At high rates of working the fuel 
loss may reach 44 per cent. of the total 
coal fired. 

The smokebox temperatures recorded 
for these tests ranged from 618° to 664° 
F. These very moderate temperatures, 
together with the lower gas production per 
lb. of coal burned at high rates of firing. 
reduce the heat loss and account for the 
comparatively small heat losses in the 
front-end gases, when they are expressed 
as a percentage of the heat in the coal 
fired. 

The heat absorption efficiency shown by 
the boiler is uniformly high, averaging 
not less than 83 per cent., meaning that 
the boiler absorbed 83 per cent. of the 
heat in the coal fired that was actually 
consumed in the firebox. Keeping in 
mind that the temperature of the smoke- 
box gases can never be lower than the 
temperature of the boiler, due to the 
saturated steam temperature, it is evident 
that the heat absorption efficiency of this 
boiler is very satisfactory. 

The heat saving obtained by the use of 
the feed heater varied from 10 to 11:7 
per cent. The average saving for all the 
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tests was about 10 per cent. The feed- 
water temperatures as delivered to the 
cold-water pump ranged from 47° to 59° 
F., and the temperatures of the hot feed 
entering the boiler varied from 218° to 
Zon «Fs 

For test 1729, when the highest power 
was developed, namely, 7,987 i.h.p., the 
performance of the feed-water heater 
equipment was as follows:— 


Temperature of water to cold-water ome 

Water entering the heater ... os 

Water from heater entering boiler. 

Exhaust steam at heater . 

Heat saving due to heater | ,000 B.Th.U. 

Heat saving, per cent. pes we 1+4 


The pipe taking the cold water supply 
to the heater passes through a jacket, 
through which passes the steam and water 
escaping from the air vent in the heater 
body. Consequently, the temperature of 
the water entering the heater is often 40° 
to 50° higher than the temperature of the 
water as it leaves the cold-water pump. 

(To be continued) 


RAILWAY & CANAL SECURITIES (CONVER- 
SION DATE) OrpER.—The Minister of 
Transport has made the Railway & Canal 
Securities (Conversion Date) (No. 7) Order, 
1948 (Statutory Instrument 1948 No. 1317), 
under paragraph | of Part II of the Fifth 
Schedule to the Transport Act, 1947. 
Copies of the Order are obtainable from 
H.M. Stationery Office, or through any 
bookseller, price 1d. each. 








L.M.R. Mechanical Horse Tractor Modifications 


The L.M.R. has adapted the mechanical horse tractor 
for use with four-wheel as well as two-wheel trailers 


NEW ballast-weighted tewing bogie, 
enabling four-wheel tractors normally 
employed with superimposed mechanical 
horse trailers to be used with four-wheel 
trailers, has been designed by Mr. W. E. 


Yates, Road Motor Engineer of the Lon- 
don Midland Region. 

The new towing unit, designed for use 
with the standard coupling gear of the 
mechanical horse tractor, has three main 
parts, the bogie and frame, concrete 
ballast-weight, and towing attachment. In 
the construction of the unit, a_ stee! 


Tractor with 


superimposed weight 
to. trailer 


channel frame and a mechanical horse 
trailer forecarriage rocking beam are 
welded together, forming a rigid structure 
to sit squarely on the tractor chassis and 
to pick up the existing coupling gear. The 
rear of the bogie is kept down by means 
of pins placed under the rear of the tractor 
chassis. 

When not in use, the ballast-weighted 
bogie is parked on a steel stand, being 
secured by a steel loop dropped over the 
towing hook. The tractor backs over the 
standards and on releasing its locking gear 


coupled 


up 


can draw away ready for normal articu- 
lated-trailer working. 

Servo brakes on the tractor are modified 
10 operate the braking systems on heavy 
four-wheel trailers in addition to their 
mechanical brakes; and the brake hose 
and lighting wires are relayed to the trailer 
from the rear of the bogie. Wide use is 
now being made by the London Midland 
Region of mechanical horse _ tractors 
equipped with the new bogie for the move- 
ment of beer tank trailers. 

A further modification designed to in- 
crease the versatility of the mechanical 
tractor is the fitting of a laminated towing 
attachment, similar to that on the new 
bogie, to the front bumper of the tractor. 
With suitable stitfening of the bumper, this 
makes it easier for iractors to manceuvre 
heavy trailers in confined spaces. 


When not in use the bogie is parked on an 


anchored steel stand 
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Heavy Haulage on the Eastern Region 


Delivery and erection of oil storage tanks 


View of site on which tanks were erected, showing how space’ was 
restricted by building operations 


A N intricate task was completed recently 
by the Heavy Haulage Section of the 
Eastern Region. Three oil storage tanks, 
each weighing 6} tons and 30 ft. x 9 ft. 
in diameter, were railed to Marylebone, 
two from Manchester and one from Stock- 
ton; and the job of the Heavy Haulage 
Section was to deliver them by road to a 
site in Buckinghamshire some 18 miles 
from Marylebone, offload them, and erect 
them vertically, finally positioning them 
on prepared seatings. 
At Marylebone, each tank was offloaded 
from rail wagon to trailer by rolling on 
packing, the power being supplied by 


Raising tank by means of derrick 


winch tractor. The loaded road vehicles 
were then hauled to site by 15-ton Latil 
winch tractors. Building operations in 
progress at the site greatly restricted the 
space for manceuvre, as can be seen in one 
of the illustrations. The derrick, 40 ft. x 
12 in., was acquired recently as part of the 
section’s equipment and was erected by 
means of the winch of one of the tractors, 
The tractor was used ultimately as a 
variable-positioned tie-off to give a 
changed angle of pull for each of the 
tanks. 

Another illustration shows a tank in 
process of being raised to the perpendi- 
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cular. Initially it was raised by jacks on 
packing at one end, the trailer wheels at 
the opposite end first being lowered as 
much as possible into prepared holes. 
This procedure gave a preliminary tilt of 
some 20 deg., thus preventing drag and 
undue strain on the derrick as the bond 
from the pulling tractor was tightened. 
The bond from the winch of the second 
tractor was used from the opposite side. 
coming into use as the tank approached 
the perpendicular as a safety measure; 
and in addition a bond was taken at right 
angles across the line of pull, adjusted so 
as to become taut at the most vulnerable 
position and so giving four points of 
support to the almost vertical tank. 


Preventing Overthrow 


In order-to prevent any possible over- 
throw as the tank went beyond its point 
of balance, a false seating was prepared 
of timber packing. This was 6 in. higher 
on the derrick side than the opposite side, 
and at the moment of fall on to base the 
winch and bonds of the tractors were 
accelerated to ensure safe holding. The 
tank was then jacked on to level packing 
and finally moved sideways on rolling gear 
to its exact position. The third illustra- 


tion shows two of the tanks duly set. 


AMERICAN-BUILT LOCOMOTIVES FOR BEL- 
GiuM.—Referring to the article on loco- 
motives built in the United States and 
Canada for the Belgian railways, which 
appeared in our June 25 issue, the Euro- 
pean Manager of the American Locomo- 
tive Export Company Inc. writes to in- 
form us that delivery of these locomo- 
tives began some time ago and has been 
for the most part, completed. Shipments 
of the 220 locomotives built in Canada 
took place approximately between Novem- 
ber, 1945, and Aoril, 1946. The American 
Locomotive Company at Schenectady has 
built 18 of the locomotives, of which the 
first was shipped on April 18 and the last 
on June 19, 1947. 


Two of the tanks after erection 
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White City Station Reconstruction 


The diversion and lowering of the westbound track has 


necessitated the construction of a 


WHEN Wood Lane Station was opened 

to traffic on May 14, 1908, the plat- 
forms were adequate for the accommoda- 
tion of trains then running on the old 
Central London Railway, though two addi- 
tional single platforms were .brought into 
use in 1920, at the time of the extension 
to Ealing Broadway. 

As well as providing for an extension of 
the London Transport Central Line to 
Greenford and West Ruislip, the 1935-40 
new works programme for improving 
London’s transport included the lengthen- 
ing of existing station platforms, where 
necessary, to cater for eight-car trains. As 
the triangular layout at Wood Lane 
Station, which incorporated a loop line 
for reversing the running direction of 
trains, did not lend itself to alteration, it 
was necessary to build a new station, and 
a site some 350 yds. distant was selected. 

Preliminary work started in May, 1946, 
and the new station, with a temporary 
booking hall, was opened on November 23, 
1947, under its present name—White City 
Station. Three tracks serve the two island 
platforms, which are 490 ft. in length and 
can accommodate the latest eight-car 


220-yd.-long covered way 


trains. On the western side the station 
buildings are at street level, almost oppo- 
site the White City Stadium, and besides 
the usual passenger facilities, a staff can- 
teen and institute will be included in the 
permanent structure. A major feature of 
the construction has been the widening of 
the cutting, which has involved consider- 
able excavation and the construction of 
retaining walls, as well as the reconstruc- 
tion of overbridges. One of the new 
bridges, over the north end of the station 
platforms, has a main steel-plate girder 
span of 72 ft., with a short approach span 
in reinforced concrete solid slab, extending 
at its western end over a low-level private 
roadway, parallel to the railway. 

The second reconstructed overbridge, be- 
yond the south end of the platform, is a 
single plate girder span of 66 ft. on con- 
crete abutments. 

Though the routing of the eastbound 
track through the new station presented 
no problem, it was necessary to divert and 
lower the westbound track, and conse- 
quently a new single-track covered way, 
some 220 yd. in length. has been con- 
structed. The new covered way extends 
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from a point just east of the old station 
site and runs under the Depot of the Royal 
Borough of Kensington and the brick arch 
viaduct of London Transport’s Hammer- 
smith and City Line, the piers of which 
have had to be underpinned to a depth of 
10 ft. below the original foundations. 

Between the eastern end of the new 
covered way and the point where the exist- 
ing westbound track emerges from the 
tube from Shepherds Bush, heavy civil 
engineering work of considerable difficulty 
was entailed in preparing new retaining 
walls and an invert to permit the lower- 
ing and realignment of the track through 
the new covered way. The work was com- 
plicated both by the fact that it had to 
be carried out partly below the original 
westbound track and its connections to 
White City Depot, while they still were 
in use, and also because certain steel stan- 
chions supporting the White City Exhibi- 
tion Buildings overhead fouled the new 
track alignment and had to be permanently 
underpinned at a higher level. 

The transfer of the westbound trains to 
the new covered way from this point will 
be effected by an interesting changeover 
on the night of Saturday, July 17. Some 
110 ft. of track, at present raised on tem- 
porary supports, will be lifted in one piece, 
the supports removed and the track relaid 
on its new alignment and levels in time for 
the first train the following morning. 





French National Railways Service to Scout Jamboree 


A new Station, through which 271,400 passengers passed in three 
weeks, was built on the Paris-Rouen line for the 1947 scout jamboree 


A NEW station was built on the Paris- 

Rouen line by the Railway Division 
of the French Army Corps of Engineers 
last year for the French National Rail- 
ways, which handled the transport arrange- 
ments for the scout iamboree, held in the 
Forest of Moisson (Seine-<t-Oise) at a 
point 384 miles from Paris. The station 
was built on the site of the former Rosny 
marshalling yard, which was about 44 
miles from the camp, and was named 
Rosny Jamboree. 


Special Jamboree Station at Rosny 


The station was completed within five 
months and was ready a week before the 
jamboree, which took place between 
pease 9 and 21. The work involved the 
laying of two lines with platforms, one 
giving lateral access to a bus station; and 
of 15 sidings, two of which gave access 
to the bus station. The bus station, a 
station yard (3,000 sq. m.) and temporary 
offices, including a private branch tele- 
phone exchange, also had to be built. 
The length of the vlatform lines and sid- 


ings was approximately 380 yd. Services 
to the camp also required road widening, 
and construction and provision of traffic 
signals and parking space. 

These facilities coped with ten complete 
main-line express trains and five suburban 
train sets, three of which were of double- 
deck stock, which were set aside for the 
traffic from August 3 to 23. Also em- 
ployed to convey the 271,400 passengers 
who arrived at or departed from Rosny 
Jamboree Station during this period were 
120 50-seat motor coaches, Freight car- 
ried, which was delivered from the station 
to the camp by 87 lorries, totalled 10,952 
tons; arrangements were made to unload 
food for the 40,000 occupants of the camp 
between 2 a.m. and reveille every day. 


Motorcoach parking area and carriage sidings 
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New retaining wall and steelwork underpinning of exhibition arcade 
View of west portal to new westbound covered way 
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Part of new covered way at south end of station under 
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Double Scissors Crossover, Bristol East, Western Region 


Layout within 30 ft. of final position. Hand signals are being given to the drivers 


The complete relaying of a block of permanent way fittings comprising 26 crossings and 8 elbows, and weighing about 150 tons, 
was carried out during an occupation of four lines fromrmidnight on March 13, to 10.30 p.m. on March 14. The old work was 
removed with the aid of a 10-ton crane, and about 100 men with bars skidded the new layout transversely from the assembly 
point to a position about 160 ft. from the relaying site, where wire ropes were attached and the block hauled into position by 
two engines working abreast on parallel tracks. Fixed floodlights were located cn poles, and mobile lighting was provided by 
diesel sets mounted on trolleys. Power for boring and drilling operations was obtained from a Mawdsley generator 
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RAILWAY 


PERSONAL 


Mr. J. Sawers, General Manager, New 
Zealand Government Railways, is retiring, 
and will be succeeded by Mr. ‘ 
Aickin, at present Staff Superintendent & 
Chief Legal Adviser. Mr. C. R. Riesop, 
Assistant General Manager, is also retir- 
ing, and will be succeeded by Mr. E. H. 
Langford, Supervisor of Staff Training, 
Head Office. Wellington. 


Mr. Charles Bostock, Secre- 
tary of Pickfords Limited, 
Hay’s Wharf Cartage Co. Ltd., 
and Carter Paterson & Co. Ltd., 
has been appointed General 
Manager of the group. 


The Ministry for Finance, 
Eire, recently announced that 
Sir James Milne (General Man- 
ager, Great Western Railway, 
1929-47) was to undertake an 
inquiry into the _ transport 
position there. 

Subsequent to the establish- 
ment of the Tourist Develop- 
ment Corporation of South 
Africa, the South African Rail- 
ways & Harbours Administra- 
tion has reorganised its depart- 
ment at South Africa House, 
London. Mr. J. R. Naisby, 
hitherto Director, Publicity & 
Travel Bureau, has been re- 
designated Commercial Repre- 
sentative, South African Rail- 
ways, South Africa House. 
London, and the organisation 
will function under the Chief 
Commercial & Industrial Man- 
ager, S.A.R. 

The election of the following 
Honorary Officers of the Insti- 
tute of Welding for 1948-49 has 
been announced:—President : 
Mr. J. H. Paterson; Vice-Presi- 
dent: Mr. O. V. S. Bulleid; 
Honorary Treasurer: Mr. W. E. 
Harriss. 

The barony of the United 
Kingdom conferred in the 
King’s Birthday Honours List 
on Mr. Thomas’ Edward 
Williams, Member of the 
National Council of Labour, 
and Part-Time Member of the London 
Transport Executive, has been gazetted by 
the title of Baron Williams, of Ynyshir in 
the County of Glamorgan. 


The barony of the United Kingdom 
conferred in the King’s Birthday Honours 
List on Sir William Francis Kyffin Taylor, 
Presiding Judge, Liverpool Court of Pas- 
sage, 1903 to April, 1948, and a Railway 
& Canal Commissioner since 1930, has 
been gazetted by the title of Baron 
Maenan, of Ellesmere in the County of 
Salop. At a recent session of the Rail- 
way & Canal Commission, Mr. Justice 
Singleton paid a tribute to the services of 
Lord Maenan, and said that his elevation 
to the peerage was in recognition not only 
of his work in that court but of the out- 
standing example which he had set to 
lawyers everywhere. Mr. Arthur Capewell, 
K.C., on behalf of the Bar, expressed 
pleasure at the honour conferred on Lord 
Maenan, who, replying, said he had had 
nearly 70 years in the profession. 
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Mr. T. W. Royle, C.V.O., M.B.E., 
M.Inst.T.. Deputy Chief Regional Officer, 
London Midland Region, British Railways, 
who, as recorded in our June 4 issue, is 
retiring shortly, was until December 31 last 
a Vice-President of the London Midland & 
Scottish Railway. He joined the Lancashire 
& Yorkshire Railway in 1898, and was em- 
ployed in the Passenger Department; 
subsequently he was transferred to the 
personal staff of the Passenger Superin- 


Mr. T. W. Royle 


Deputy Chief Regional Officer, London Midland 
Region, British Railways, and previously a 
Vice-President, L.M.S.R., who is retiring 


tendent. In October, 1914, he was 
appointed Confidential Assistant to the 
Superintendent of the Line in connection 
with the Railway Executive Committee. 
For his services rendered during the war 
of 1914-18 he was made an M.B.E. In 
February, 1919, he was appointed Assistant 
Superintendent of the Line, Lancashire & 
Yorkshire Railway. and, at the time of 
the amalgamation of that line with the 
London & North Western Railway. he 
became Assistant Divisional General 
Superintendent, Northern Division, of the 
latter. When the L.M.S.R. was formed 
in 1923, Mr. Royle was designated Assis- 
tant General Superintendent, Western 
Division, and in the next year he became 
Divisional Superintendent, Manchester. 
His title from 1929 to 1932 was Divi- 
sional Superintendent of Operation, 
Manchester. In the latter year he was 
appointed Assistant Chief Commercial 
Manager. Mr. Royle was made Chief 
Assistant Commercial Manager in 1935, 
and held that position until his appoint- 
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ment as Chief Operating Manager in June, 
1938; he became a Vice-President in 
August, 1944, On January 1 last he 
became Deputy Chief Regional Officer of 
the London Midland Region. At the end 
of 1946 Mr. Royle was appointed, with Mr. 
O. V. Bulleid, Chief Mechanical Engineer. 
Southern Railway, to investigate railway 
operation to ensure the utmost fluidity 
throughout the railway system, and to see 
that capacity both of existing rolling stock 
and of the workshops was used 
to the best advantage. Mr. 
Royle is President of the Insti- 
tute of Transport for 1947-48; 
he is a Foundation Member of 
the Institute, served as an Ordi- 
nary Member of Council, 
1937-40; and was a Vice-Presi- 
dent of the Institute from 1944 
until his election as President, 
having served on the Member- 
ship & Examinations, the 
Finance, and the Examinations 
Committees. His contributions 
to the Proceedings of the Insti- 
tute include papers on 
“Modern Methods of Handling 
Goods at Railway Stations,” 
and “Education for Transport.” 
He was made a C.V.O. in 1944, 
and last year received the 
United States Medal of Free- 
dom with Silver Palm. 


LONDON MIDLAND REGION 
STAFF CHANGES 

The following staff changes 
are announced in the London 
Midland Region, British Rail- 
ways:— 

Mr. T. L. R. Presland, Head 
of Section (Audit Office), 
Accountant’s Office, to be Audit 
Assistant to Accountant. 

Mr. G. J. Aston, Divisional 
Controller (Passenger Services), 
Office of Divisional Operating 
Manager, Derby, to be District 
Operating Manager, Derby. 

Mr. W. C. Mullenger, Assis- 
tant District Operating Man- 
ager. London (Midland), to be 
Divisional Controller (Passen- 
ger Services), Office of Divi- 
sional Operating Manager, 
Derby. 

Mr. C. R. N. Gore, Assistant 
to District Operating Manager, 

; London (Midland), to be 
Assistant District Operating Manager. 
London (Midland). 

Mr. J. Smith, Assistant to District Oper- 
ating Manager, London (Western), to be 
Assistant to District Operating Manager, 
London (Midland). 

Mr. L. S. Sherwood, Clerk (Signalling 
Section), Chief Operating Manager’s Office, 
Euston. to be Assistant to District Operat- 
ing Manager, London (Western). 

Mr. J. Dearden, Senior Assistant (Metal- 
lurgy), Scientific Research Manager’s De- 
partment, Derby, to be Chief Metallurgist, 
Scientific Research Manager’s Department, 
Derby. 

Mr. C. E. Collins, Assistant Works 
Superintendent, Carriage & Wagon Works, 
Earlestown, to be Assistant Works Super- 
intendent, Carriage & Wagon Works, 
Wolverton. 

Mr. W. H. Sykes. Assistant to Works 
Superintendent (Carriage & Wagon Main- 
tenance), Wolverton, to be Assistant Works 
Superintendent, Carriage & Wagon Works, 
Earlestown. 





Mr. L. T. Hickey 


Comptroller of Stores, Western Australian 
Government Railways, 1944-48 


Mr. L. T. Hickey, Comptroller of Stores, 
Western Australian Government Railways, 
who, as recorded in our July 2 issue. has 
retired, joined the railway service in 1899 
as a Cadet in the Traffic Branch. Four years 
later he was transferred to the Stores 
Branch. In 1907 he returned to the Traffic 
Branch for two years, after which he was 
appointed to a position in the Audit Sec- 
tion of the office of the Comotroller of 
Accounts, where he remained for the next 
ten years, exclusive of a period of service 
with the 44th Battalion, A.I.F., during 
the 1914-18 war. The decision of the 
Commissioner of Railways to form a 
section to control the outdoor adver- 
tising, then let to a contractor, gave 
Mr. Hickey his next opportunity for 
advancement. After five years service in 
that field, he was selected to take charge 
of the then newly-formed Commercial Sec- 
tion under the Secretary for Railways. 
The duties of that position were to further 
the interests of the department by making 
its services better known, and to en- 
deavour to win back traffic from road 
competitors. After eight years on that 
work he was avpointed by the Govern- 
ment to a small committee to draft a Bill 
for the co-ordination of road and rail 
traffic; and when that measure became 
law he was seconded from the Railway 
Department to take over the duties of 
Secretary to the Western Australian 
Transport Board. After about twelve 
months Mr. Hickey returned to the Rail 
way Department as Chief Clerk & Claims 
Agent in the Traffic Branch. In 1940 he 
was appointed Commercial Agent attached 
to the Secretary for Railways’ Branch: 
and in November, 1944, he took up the 
position from which he has now retired. 

war. 4, 3. Guthrie, A.M.1.C.E.(D), 
A.M.I.Mech.E., M.I.E.E., M.I.R.S.E., who, 
as recorded in our June 25 issue, has been 
appointed Signal & Electrical Engineer, 
Irish Transport Company (Coras lompair 
Eireann), received his early training at 
Liverpool Technical College and with the 
Railway Signal Co. Ltd. He joined the 
Great Southern Railways, Eire, as a 
draughtsman in the Signal & Telegraph 
Superintendent’s Office at Inchicore in 
1926, and was appointed Technical Assis- 
tant to the Signal & Telegraph Engineer in 
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Mr. H. J. Guthrie 


Appointed Signal & Electrical Engineer, 
Irish Transport Company 


1929. in which capacity he was closely 
associated with the many _ signalling 
schemes introduced during the ten years 
up to 1939, in particular the modernisation 
of signalling in the Dublin City area, and 
the construction and installation of the 
mechanical signal cabin of 110 levers at 
Cork. Although the outbreak of war 
rendered impossible any large-scale exten- 
sion of modernisation schemes, since his 
appointment as Signal & Telegranh Super- 
intendent in 1940 Mr. Guthrie has been 
responsible for many improvements in the 
design and standardisation of signalling 
and associated apparatus. Within the last 
twelve months he has been closely identi- 
fied, on the electrical side, with the de- 
velopment of diesel-electric traction. The 
newly-formed department of which he 
now takes charge is responsible for signal- 
ling and communications; electric lighting, 
power and heating installations for all the 
company’s premises; electric and diesel- 
electric traction, including Dublin Tram- 
ways; and outside plant. Mr. Guthrie has 
contributed various papers before the In- 
stitution of Railway Signal Engineers, the 
Institution of Electrical Engineers and 
the Institution of Civil Engineers (Ireland), 
and is Vice-Chairman of the Irish Centre 
of the Institution of Electrical Engineers. 


DINNER TO SIR MARK HODGSON 

The Railways Staff Conference recently 
entertained Sir Mark Hodgson _ to 
dinner at the Charing Cross Hotel to 
mark his retirement from the positions of 
General Secretary of the United Society 
of Boilermakers & Iron & Steel Ship- 
builders and President of the Confedera- 
tion of Shipbuilding & Engineering Unions, 
and the severance thereby of his long 
association in staff negotiations with the 
railways and his membership of the Em- 
ployees’ Side of the Railway Shopmen’s 
National Council. Mr. O. W. Cromwell, 
Chief Officer for Labour & Establishment, 
Southern Region, British Railways, and 
Chairman of the Employers’ Side of the 
Railway Shopmen’s National Council, pre- 
sided; and both the Employers’ and Em- 
ployees’ Sides of the council were well 
represented. Tributes to Sir Mark 
Hodgson’s sterling qualities as a trade 
union leader and a negotiator were paid 
by Mr. Cromwell, Mr. W. P. Allen (Rail- 
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Mr. J. H. MelIlvenna 


District Engineer, Darlington, L.N.E.R., and 
N.E. Region, British Railways, 1937-48 


way Executive), Mr. R. Openshaw (Amal- 
gamated Engineering Union), and Mr. 
J. B. Figgins (National Union of Railway- 
men). 

Mr. J. H. Mcllvenna, A.M.I.CE., who, 
as recorded in our June 18 issue, has 
retired from the position of District Engi- 
neer, Darlington, North Eastern Region, 
British Railways, served his apprenticeship 
under Mr. James Bell, then Chief Engi- 
neer, North British Railway, and in 1907 
was appointed a Civil Engineering Assis- 
tant under the District Engineer at Dar- 
lington. In 1924 he was made Assistant 
District Engineer, Northumberland Dis- 
trict. In 1931, on the closing of the 
Northumberland District, Mr. MclIlvenna 
was appointed Assistant District Engineer 
at Newcastle, where he remained until 
early in 1932, when he became District 
Engineer, Hull. He was appointed to the 
post of District Engineer, Darlington, in 
1937. 


Mr. C. E. Spurgeon, 


Chief Inspecting 
Engineer in London to the Egyptian 
Government, has retired, and has _ been 
succeeded by H.E. Ahmed Mohamed Rizk 
Bey. 


Swiss Railway Delegation 

A Swiss Railway Delegation, consisting 
of Dr. Cottier (Director, Swiss Federal 
Transport Office), Dr. Wanner (Secretary- 
General, Swiss Federal Railways), Dr. 
Maurer, Dr. Moser, Dr. Fischer, Dr. 
Rotonzi, Dr. Meyer and Mr. Tribelhorn, 
recently arrived in Great Britain. The 
delegation is being accompanied by Mr. 
H. O. Ernst, Manager of the Swiss Federal 
Travel Agency in London. The main pur- 
pose of the visit, which is being organised 


by the British Transport Commission, is 7% 


to study the co-ordination of rail and road 
transport in the light of the organisations 
created under the Commission. On July 6 
the delegation paid visits to the London 
depots of Hay’s Wharf Cartage Co. Ltd. 
and Pickfords Limited; and on July 7 
visited Haywards Heath and Brighton. 
On July 8 the delegation attended hearings 
at the Traffic Licensing Court; and today 
(July 9), after visiting offices of the Road 
Transport Executive, will be entertained 
to luncheon by the British Transport Com- 
mission. 
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Permanent Way Institution Convention at Chester 


Programme of social and technical activities 


The annual summer convention of the 
Permanent Way Institution has been held 
this year, during the past week, in the 
North of England, with headquarters at 
Chester, and visits have been paid to many 
points of interest in the Wirral Peninsula, 
Liverpool, and North Wales. The party 
assembled on Friday last, July 2, under the 
presidency of Mr, J. Taylor Thompson, 
M.C., M.LC.E., Civil Engineer, North 
Eastern Region, British Railways. There 
was a council meeting at the Town Hall, 
Chester, on Saturday morning, and in the 
afternoon, the annual summer general 
meeting was also held at the Town Hall 
by permission of the Mayor and Council 
of the City of Chester. 

The joint report of the Honorary Secre- 
tary and the Honorary Treasurer on the 
activities of the past six months, disclosed 
that the number of new members en- 
rolled was 627, of whom 75 were from 
India. The figures for the Regions of the 
nationalised British Railways were: Lon- 
don Midland, 76; North Eastern, 42; 
Eastern, 167; Western, 52; Southern, 47; 
Scottish, 100; London Transport, 15. 
Progress had been maintained by _ the 
establishment of new sections in Edin- 
burgh and East Anglia, and a Western 
Pakistan Section was being considered. 
Although the general financial position of 
the Institution remained sound, the num- 
ber of members whose subscriptions were 
outstanding was causing concern. More- 
over, the increase in the overhead expenses 
was such that an increase in the sub- 
scription rate for some classes of member 
would have to be considered. It was 
decided to hold the 1949 Convention in 
Dublin, beginning on June 18. The Presi- 
dent had continued the practice of visit- 
ing the various sections, and had attended 
a number of provincial meetings. He had 
just returned from Dublin, where the Wick 
Section, established last year, was making 
excellent progress. The joint report was 
adopted on the motion of Mr. Charles 
E. Lee. 

After the business agenda had been 
dealt with, a talk was given by Alderman 
P. H. Lawson on “ Historic Chester.” 


THE ANNUAL SUMMER DINNER 


The annual summer dinner was held on 
Saturday, again in the Town Hall, with the 
President in the Chair. Some 170 mem- 
bers, ladies, and guests attended. Among 
the members present were :— 

Messrs. Raymond Carpmael, W. 
Cleaver, E. Cookson, S. M. Davies, C. E. 
Dunton, A. W. Dyke, H. Everard, M. 
Fletcher, E. T. Hutt, H. Janes, W. D. 
Johns, F. Lawson, Charles E. Lee, C. 
Macgregor, H. V. Malings, K. C. Marrian, 
H. Ormiston, W. Paterson, J. Ratter, 
L. §. Sanson, C. E. R. Sherrington, 
M. G. R. Smith, N. Swinnerton, J. Taylor 
Thompson, L. Taylor, J. C. L. Train, 
J. A. R. Turner, E. H. Tustain, and H. A. 
Vallance. 

The toast of “The City and County of 
the City of Chester” was proposed by 
Mr. J. C. L. Train, Past-President of the 
Permanent Way Institution, and a Mem- 
ber of the Railway Executive, who ex- 
pressed the pleasure that it gave the mem- 
bers to hold the summer convention in 
such an historic city. Touching on the 
problems of railway nationalisation, Mr. 
Train said that much remained to be 
done, and urged the travelling public to 
have patience. National ownership was 
“the will of the people,” and it was the 
task of railwaymen to do their work well, 


whoever was the owner. He was confident 
that all in the railway service would do 
their utmost to make it a success. 

Dr. D. R. Owen, Deputy Mayor of 
Chester, responded. He apologised for 
the unavoidable absence of the Mayor, 
and in welcoming the members of the In- 
stitution to Chester, expressed appreciation 
of its aims and objects. His own pro- 
fession would become subject to its form 
of nationalisation on July 5, and he was 
confident that doctors, like railwaymen, 
would continue to do their utmost for the 
safety of those committed to their charge. 

In proposing the toast of the Permanent 
Way =_siInstitution, Alderman Claude 
Grimes, the Sheriff of Chester, recalled his 
former connection with the traffic side of 
the railway service, and said that the 
average layman overlooked the great im- 
portance of the work performed by per- 
manent way men, 

Mr. Taylor Thompson, in responding, 
emphasised the unusual and democratic 
form of the Permanent Way Institution, 
whereby all grades were included, from 
the lowest to the highest. This facilitated 
discussion of problems of all kinds, and 
resulted in eminently practical co-opera- 
tion between all grades. Nationalisation 
must involve a large measure of cen- 
tralisation, particularly in engineering 
matters, and would result eventually in 
more standardisation. The Institution had 
a valuable part to play in continuing its 
work of education and exchange of ex- 
perience, 

The toast of “The Guests” 
posed by Mr. K. C. Marrian, and 
responded to by Mr. E. G. Thomas, 
General Manager and Engineer, Chester 
Corporation Transport. 

Sunday morning was left free, but in 
the afternoon, the members and ladies 
made a tour of the Wirral Peninsula by 
motor coach, visiting Neston, Parkgate, 
Heswall, Thurstaston, West Kirby, Hoy- 
lake, and New Brighton. 

On Monday, the principal feature was 
a visit to Bangor and an inspection of the 
Britannia tubular bridge. This was con- 
fined to members, and an _ alternative 
steamer trip to Llandudno was available. 

Tuesday was devoted to a series of 
visits to works, including the steelworks 
of John Summers & Sons, Ltd., which 
covers an area of 250 acres, has no fewer 
than 45 miles of works railways, and 
handles 5,000 wagons a week. The party 
saw the melting furnaces, slabbing mill. 
hot strip mill, cold tandem mill. and 
reversing mill. The Rustproof Metal 
Window Company’s works at Saltney en- 
abled those members participating in this 
Visit to see the manufacture of metal win- 
dows and doors. One party visited the 
works of British Insulated Callender’s 
Cables Limited. and another party those 
of Brookhurst Switchgear Limited. 

On Tuesday evening, the members and 
ladies were given a Civic Reception in the 
Town Hall, by the Right Worshipful the 
Mayor of Chester, Alderman Robert 
Frost, and the Council of the City of 
Chester. 

Wednesday also was devoted to a series 
of visits, and the party again divided. 
One group went to the Earlestown Wagon 
Works of British Railways, which are 
among the finest wagon repair and con- 
struction works in this country, and had 
the opportunity of seeing the various 
stages of the work necessary to maintain 
a weekly output of 300 repaired wagons, 
40 containers, and 35 road vehicles. After 


was pro- 
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lunch, this party proceeded to the loco- 
motive works of the Vulcan Foundry 
Limited. Other parties on Wednesday 
were able to visit the Mersey Docks & 
Harbours Board estate, and the Mersey 
Road Tunnel Control, as well as the Liver- 
pool Overhead Railway and works. 

Yesterday (Thursday) was due to be 
spent in a comprehensive motor coach 
tour of North Wales, covering Mold, Den- 
bigh, Bettws-y-coed, Capel Curig, the 
Llanberis Pass, and Caernarvon. After 
lunch the party was to divide, some return- 
ing immediately to Chester to make train 
connections, and the others continuing via 
Bangor, Llandudno, Colwyn Bay and 
Rhyl. 

Free travel facilities were granted by 
the Railway Executive for all local rail 
travel during the Convention visits, and 
free transport was aiso afforded for 
specific visits by the Liverpool Overhead 
Railway, Liverpool Corporation, Chester 
Corporation, and the Lancashire United 
Transport Company. 


Women’s Inter-Railway First 
Aid Competition 


The inaugural first aié competition for 
women employed by British Railways was 
held recently at Trenchard House, Lon- 
don. A team from each of the former 
main-line railways and one from the Lon- 
don Transport Executive competed, and 
the result was as follows:— 


Marks 
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Western Region—-Swindonteam ... ae 
Eastern and N.E. Regions——Hull district team 
Southern Region—Audit Ladies’ team : 
L.M. Region—Somers Town team 

L.T. Executive ... aa oe Poe pes 

The adjudicators were Dr. K. S. 
Maurice-Smith, of Ely, and Colonel E. J. 
Selby, of London. Prizes were awarded 
by the St. John Ambulance Association 
to each member of all teams, and the win- 
ning team (Swindon) will hold for the 
year the Challenge Rose Bowi which has 
been presented by Sir Robert Burrows, 
Chairman of the former London Midland 
& Scottish Railway Company. 

The subsequent proceedings were pre- 
sided over by Brigadier W. B. G. Barne 
(Secretary-General, Order of St. John), 
who was supported by Lady Burrows, Mrs. 
Garouard (Assistant Superintendent in 
Chief. Nursing Division, S.J.A.B.), Major- 
General F. V. B. Witts (Assistant Director 
of Ambulance), Mr. V. M. Barrington- 
Ward (Member of the Railway Executive), 
Mr. R. M. T. Richards (Deputy Chief 
Regional Officer, Southern Region) and 
Mr.’ H. H. Halliday (Regional Staff 
Officer, Eastern Region). 

Before presenting the Challenge Rose 
Bowl, Lady Burrows said that her husband 
greatly regretted that his duties with the 
National Coal Board had prevented him 
from being present. She thanked the 
competitors for coming forward, and 
looked ahead to the time when a com- 
petition might be held between men’s and 
women’s teams—it would be very difficult 
to predict who would win. 

Mr. Barrington-Ward agreed that the 
men would have to look to their laurels: 
if a men against women comoetition did 
take place the ladies might win and good 
luck to them. He wished everyone would 
help increase the desire to learn the great 
art of first aid, and induce other young 
ladies to come in, and the young men. 
In the British Railways there was a strong 
ambulance movement; let them show that 
not only were British Railways second to 
none, but British Railways ambulance was 
also second to none. 








Problem of C.LE. 
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Operating Losses 


Conflict between public service and claims of private capital 


A special meeting of the common stock- 
holders of Coras Iompair Eireann (Irish 
Transport Company) was convened re- 
cently to receive and approve a statement 
from the Hon. W. E. Wylie, K.C., repre- 
senting the stockholders’ directors, regard- 
ing the problems confronting the company 
as a result of trading losses and the with- 
holding of permission to increase rates and 
fares or eliminate unproductive services. 

Mr. Wylie said that it had been 
announced at the last general meeting that 
there was a loss of over £900,000 in 1947, 
but that an increase in income of 12 per 
cent. all round would have turned that loss 
into a profit. The directors had devoted 
themselves to finding means of securing the 


additional 12 per cent., and on April 9 
addressed a memorandum to the Minister 
for Industry & Commerce. 


The memorandum stated that the com- 
pany during the war, and only during the 
war, enjoyed a virtual monopoly of pas- 
senger and freight traffic by reason of the 
decline of private and industrial motor 
transport. The position now was entirely 
different, and private cars, lorries and in- 
dependent hauliers absorbed the cream of 
the traffic. leaving the surplus of low grade 
traffic to the railway. 

Exceptional conditions arising from the 
coal shortage and transport strike in 1947 
encouraged the directors in the hope that 
these were the cause of the failure of C.LE. 
to make a profit. The working in the cur- 
rent year, however, had satisfied them that 
losses were fundamental to the transport 
system at present in operation. They be- 
lieved that if the company was to be placed 
on a dividend-earning basis, all parts of the 
business which were unproductive must be 
scrapped and the paying sections fostered, 
this policy extending to road freight, rail 
freight, or even rail passenger services, if 
they involved the company in continued 
loss. 

If, on the other hand, the object of the 
company was public service for the national 
good, it was essential that rail and road 
services should be maintained even if un- 
productive, and, in such circumstances, 
private capital should not be employed. 
There was therefore a clash between public 
interest and private capital, and the direc- 
tors were driven regretfully to the conclu- 
sion that the combination of public policy 
and private profit-earning capital could 
not succeed. Private capital should not be 
asked to maintain public services without 
some certain and adequate return. 

The constitution of C.I.E. accentuated 
the difficulty; the Chairman was appointed 
by the Government and must maintain 
close contact with them. The directors 
were only in the position of an advisory 
board and had no power to implement 
any decision contrary to Government 
policy. They found themselves, therefore, 
in the unenviable position of concurring in 
measures in the interest of the public policy 
of transport with the full knowledge that 
these measures might deprive the stock- 
holders of the chance of a return on their 
capital. 

After submission of the memorandum, 
the directors had an interview with the 
Minister, at which they emphasised the 
difficulties already stated. When, in due 
course, a reply was received from the 
Minister, he recalled his own request to 
other transport undertakings that there 
should be no increases either of bus, tram, 
rail or road freight service rates and fares 
pending decisions by the Government on 


future policy connected with public trans- 
port. It was his intention to expedite the 
review of the public transport service which 
must precede Government decisions on 
the policy, and he intended to secure that 
the decisions would be taken within a few 
months. 

The Minister’s letter, replying to the 
memorandum submitted on April 9, was 
written on June 5. Replying to it on June 7, 
Mr. Wylie wrote that already this year they 
had lost about £700,000, and that the loss 
was continuing at the rate of over £20,000 
a week. 

On June 16 the directors learned from 
the Chairman that he had received a direc- 
tion from the Minister to use the powers 
he had under the Transport Act to refuse 
to allow the General Manager to proceed 
with a statement requested by the board as 
to how fares could be increased and ex- 
penditure reduced. Therefore, there had 
arisen a complete deadlock in that respect. 

After quoting instances to show that 
their company by no means held a trans- 
port monopoly as was often alleged, and 
that its fares compared very favourably 
with those of Northern Ireland and Great 
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Britain, Mr. Wylie said that their gross re- 
ceipts were actually higher. This brought 
him to the question of wages and the cost 
of coal, for which they paid 25s. a ton more 
than the price in England. Conditions of 
service tied them down _ tremendously 
This again was a question of public policy, 
and, as a citizen, he agreed with it, but as 
the representative of the stockholders he 
said it was quite impossible for any com- 
pany tied as they were, and without the 
power to increase its income, to give the 
stockholders any adequate return. 

Concluding, Mr. Wylie said they had 
asked for an increase in rates last Feb- 
ruary, but had not yet been granted it. If 
stockholders approved of what the direc- 
tors had done on their behalf, they should 
tell them to continue the fight and see that 
their rights were preserved. The meeting 
then expressed with acclamation its unani- 
mous approval of the efforts already made 
by the directors to safeguard the company’s 
capital, and its support of the further 
efforts which the board would make. 

On June 30 it was announced in the 
Senate by the Minister of Finance that an 
inquiry into transport in Eire would be 
undertaken in the near future by Sir James 
Milne, formerly General Manager of the 
Great Western Railway (see also editorial 
note this week). 


Sir Cyril Hurcomb’s Visit to Eastern Region 


centres in the 
July 6 in the course of 
a two-day tour of the Eastern Region, Sir 
Cyril Hurcomb, ¢ none of the British 
lransport Commission. gave particulars of 
the dates when it is heoad to bring into 
operation the various stages of the Man 
chester-Sheffield electrification scheme. 

Sir Cyril Hurcomb said that electrification 
would be introduced in four stages, the 
first being between Wath and Dunford, 
where electric working should begin in 
March, 1951. In March of the following 
year, it would be brought into operation 
from Dunford to Manchester London 
Road, including the new repair depot and 
car sheds at Reddish. The third and 
fourth stages of the scheme, which in- 
cluded Sheffield to Barnsley Junction. and 
Levenshulme to Manchester Central, 
would, it was expected, both be completed 


When visiting railway 
Shettield district on 


in December, 1952. 
The cost of the scheme would exceed 
6.000.000. but it was exnected to save 


100,000 tons of coal a year. Tenders were 
to be invited for a new double-line tunnel 
at Woodhead, which would be lined with 
concrete and provided with three ventilat 
ing shatis. The down line through the 
tunnel! was expected to be brought into use 
in October, 1951, and the up line in April 
of the following year. Another improve- 
ment associated with the scheme would be 
alterations to the track layout at Sheffield 
Victoria, and the provision of a modern 
signal box, replacing the present No. 3 
box. 

Earlier in the day, Sir Cyril Hurcomb 
had visited the goods yards and locomo- 
tive depot at Woodford & Hinton, and the 
District Control Office at Nottingham Vic- 
toria Station, which is to be provided with 
a modernised telephone installation esti- 
mated to cost £8,000 and due to be de- 
livered next November for use early in the 
new year. 

On July 7. Sir 


Doncaster, where he 


Cyril Hurcomb visited 
insnected the station 
and the locomotive. carriage & wagon 
works. Addressing Press representatives, 
he recalled that, although the major part 
of the work of rebuilding the station had 


been finished before the outbreak of war, 
several important items remained to be 
done, including the installation of colour- 
light signalling, the completion of the new 
North and South signal boxes, and various 
improvements to the general facilities for 
passengers at the station. 


Toton Yard Modernisation 


Two further contracts have been placed 
by the London Midland Region of British 
Railways, in connection with the modern- 
isation of the up sidings at Toton mar- 
shalling yard, between Nottingham and 
Derby. 

One of the contracts is for the supply 
and installation of four mechanical rail- 
brakes, complete with hydraulic pumping 
equipment, by Metropolitan Vickers 
G.R.S. Limited, of Aldwych, London. The 
rail-brakes will enable moving trucks to be 
braked by remote control as they run into 
the sidings; interesting features of the new 
equipment will be the operation of the 
hydraulic circuit on oil instead of water, 
and the use of air-loaded accumulators 
instead of the weighted type used hitherto. 

The second contract, which has been 
placed with Edward Wood & Sons Ltd., of 


Derby, is for the construction of new 
workshops at Toton for the Chief Civil 
Engineer's Department. The present 


Engineer’s Workshops occupy part of the 
site on which the new up sidings are to be 
laid out, and they will be replaced by new 
workshops situated on the down side of 
the marshalling yard. The new shops will 


comprise a number of small stores, 
plumbers’, carpenters’, and blacksmiths’ 
shops, together with the usual amenities 


and office accommodation. 

Arrangements also have been made with 
the British Electricity Authority for the 
provision of sub-station equipment and 
high tension cables. The latter will con- 
nect with a duplicate supply to two exist- 
ing railway sub-stations in the Toton area. 
and provide a similar supply to a new 
sub-station to serve the up sidings. 
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July 9, 1948 


Questions in Parliament 


Nationalised Industries 

Mr. Henderson Stewart (East Fife—Lib. 
Nat.) on June 17 asked the Prime Minister 
if he intended to set up an inquiry into 
the working of the nationalised indus- 
tries; and what would be the nature and 
scope of the inquiry. 

Mr. Herbert Morrison (Lord President 
of the Council), who had been asked to 
answer, replied: No, Sir. 

Mr. Henderson Stewart: Should we 
assume from the Lord President’s answer 
that no inquiries into individual 
nationalised industries are in the mind of 
the Government? 

Mr. Morrison: No, Sir. 

Mr. C. Osborne (Louth—C.): Does the 
answer mean that the Government is 
satisfied with the working of nationalised 
industries so far? 

Mr. Morrison: This is a Government 
which has virtue on its side, and always 
sees possibilities of improvement. There- 
fore, the assumption in Mr. Osborne’s 
question would not be accurate. 

Women Railway Staff 

Colonel R. S. Clarke (East Grinstead 
C.) on June 15. asked the Minister of 
abour how many women were at present 
engaged in manual work on the railway 
track systems; and how many had been 
similarly engaged in 1938. 

Mr. Ness Edwards (Parliamentary Secre- 
tary, Ministry of Labour): The precise in- 
formation requested is not available, but 
according to the figures published by 
the B.T.C. there were, at March 21, 162 
women employed in the conciliation 
grades of the Civil Engineering Department. 

Colonel Clarke: Is the Minister aware 
that many people are shocked at women 
undertaking this hard and dangerous work. 
and is it the policy of the Transport Com- 
mission to continue employing women on 
work of this sort? 

Mr. Ness Edwards: The women who 
have voluntarily accepted this employment 
are entitled to the greatest approbation by 
Members of this House. However, they 
are not compelled. and | find that the num- 
ber who are employed on hard manual 
work is extremely small, and that women 
are being transferred to lighter forms of 
work if they so wish. 

Cross-Channel Services 

Sir Ronald Ross (Londonderry—C.) on 
June 14 asked the Minister of Transport 
what general directions he had given to 
the British Transport Commission as to 
cross-channel services. 

Mr. Alfred Barnes: None, Sir. 

Sir Ronald Ross: Has the Minister, 
having nationalised so much cross-channel 
shipping, any word to say about how it 
should be employed? 

Mr. Barnes: I indicated to Sir Ronald 
Ross last week that the Commission is 
putting all the available shipping it can 
spare On this route. It is adequately 
catered for, except at peak periods. 

Sir Ronald Ross: Has the Minister given 
instructions for any ship or ships to be 
transferred from the Irish cross-channel 
routes to the Continental routes? 

Mr. Barnes: No. I have given no such 
instructions. 

Professor D. L. Savory (Belfast Univer- 
sity—C.): Does not the Minister realise the 
desirability of linking to the utmost two 
portions of the United Kingdom—Great 
Britain and Northern Ireland? 

_ Mr. Barnes: Yes, and on the whole that 
is done very effectively. 
‘i Major Tufton Beamish 


(Lewes—C.): 
the Minister give an assurance that 
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he has no intention of diverting passenger 
traffic or cargo traffic from the port of 
Newhaven, and is he aware of the great 
concern caused locally by this apparent 
diversion? 

Mr. Barnes: I have already indicated 
that it is not my intention to give any such 
instructions in such matters. 


Area Transport Committees 


Wing-Commander Geoffrey Cooper 
(Middlesbrough West—Lab.) on June 21 
asked the Minister of Transport if, in 
setting up the area consultative com- 


mittees, he would ensure that those sub- 
sidiary bodies under the Central Transport 
Consultative Committee were built up on 
a representative basis as a result of local 
selection rather than that the members 
should be appointed either by the Minister 
or by the Central Transport Consultative 
Committee. 

Mr. Alfred Barnes stated in a written 
answer: The Transport Act, 1947, provides 
that the members of the area committees 
shall be appointed by the Minister of 
Transport, but before the Minister appoints 
the members of such a committee he is 
under the obligation to consult those 
bodies representative of the interests in 
the area which the Act requires to be 
represented on it. 


Traffic Rates for Government Departments 
Sir Waldron Smithers (Orpington—C.) 
on June 29 asked the Minister of Trans 
port what rebates on the tariff rates for 
the carriage of goods by road, rail o: 
canal, respectively, had been given to 
Government departments in 1947; how 
they compared with those given to Gov- 
ernment departments in 1939; and how 
they compared with those given to large 
commercial users in each year. 

Mr. Alfred Barnes, in a written answer. 
stated: In 1947 departmental rail traffic was 
charged at flat rates analogous to the 
agreed charges made to large commercial 
users under the Road & Rail Traffic Act. 
1933. In 1939 some devartmenta! traffic 
was charged at svecial rates under the 
Cheap Trains Act, 1883, and the remainder 
at normal commercial rates. In both 
years, commercial rates were negotiated 
for the carriage of departmental traffic by 
road and canal. 

Transport in Nigeria 

Mr. E. H. Keeling (Twickenham—C.) on 
June 9 asked the Secretary of State for the 
Colonies what progress was being made in 
removing stocks of groundnuts from 
Nigeria: whether the new railway engines 
on order had arrived; how the crop await- 
ing shipment was protected from the 
weather; and at what cost. 

Mr. A. Creech Jones: Up to May 27, 
some 83,000 tons of British groundnuts 
were railed to port from Northern Nigeria 
since the beginning of the year. Unrailed 
stocks at that date amounted to 276.000 
tons. I understand that 20 of the 63 new 
locomotives on order arrived in Lagos on 
May 31. Groundnuts at port are stored in 
railway sheds during the short time they 
await shipment. In Northern Nigeria, 
some 120.000 tons of groundnuts are 
stored by merchants in covered accommo- 
dation. The remaining stocks in that area, 
which at the peak of the season amounted 
to 180,000 tons, are stored in pyramid 
stacks covered by tarpaulins. Avart from 
interest on money outstanding, the cost of 
storage in merchants’ permanent stores is 
id. per ton ver week after June 30. Stor- 
age in stocks, including handling and 
provision of tarpaulins, is estimated to cost 
£75,000 for the 1947-48 season. 

Colonel L. Ropner (Barkston Ash—C.): 





Will the Minister say what proportion he 
expects to lose of the groundnuts which 


are at present stored in one way or 
another? 
Mr. Creech Jones: We are increasing 


the means of transport. We have had a 
very great problem here. Transport is the 
fundamental difficulty. There will be, of 
course, a fairly considerable quantity car- 
ried over into the next season. With the 
arrival of the new locomotives this year 
and the next, we ought to be able to 
remove the remainder. 


Parliamentary Notes 


Railway Clearing System Superannuation 
Bill 

The Railway Clearing System Super- 
annuation Bill received the Royal Assent 
in the House of Lords on June 30. 

Railways and the Factories Bill 

In the course of the second reading 
debate on the Factories Bill in the House 
of Commons on July 2, Mr. P. Piratin 
(Stepney, Mile End—Comm.) said that in 
section ISI of the Bill there was a defi- 
nition of “factory” and there was a cer- 
tain amount of detail there. However, the 
definition did not include railways; but he 
would like it to do so. He knew that 
might open a big question, but he thought 
the Minister should give the matter his 
attention in consultation with the Minister 
of Transport, because the position of the 
railways was vrobably the worst of all 
among the industries of the country. They 
knew the difficult circumstances in which 
the locomotive men worked up and down 
the line. Precisely because their work was 
done in more difficult conditions, those 
conditions ought to be made better, even if 
it cost money. The conditions were bad 
because of the absence of such regulations 
as were provided for in the Act to regulate 
conditions in factories and workshops. The 
1937 Act had deliberately omitted rail- 
ways. That might have been because of 
the influence of the railway companies; he 
did not know: the Minister might know 
the answer. The position was very dif- 
ferent today; there were no longer com- 
panies. They had British Railways instead; 
and he submitted that the railways. in 
stead of being the worst of all places at 
which to work, from the point of view of 
welfare and health conditions, ought to be 
an example to the whole of the country. 

Mr. J. A. Svarks (Acton—Lab.) said he 
was sorry the railways were not included 
in the scope of the Bill. The question of 
sanitation and welfare facilities and 
general conditions in offices and railway 
stations was a matter with which the staffs 
had been gravely concerned for a long 
time, but they did not seem able to make 
much progress. They hoped that with the 
change of ownership of the railway system 
that would be speeded up and improve- 
ments made. He believed a case could be 
made for bringing the railways within the 
scope of the Factory Acts. 

Mr. George Isaacs (Minister of Labour), 
in the course of his revly to the debate, 
said that railways and offices did not and 
would not come within the scove of this 
Bill, but those two subjects were at the 
moment within the terms of reference of a 
departmental committee, under the Chair- 
manship of Sir Ernest Gowers, which had 
been set uv by the Home Secretary and by 
the Secretary of State for Scotland. He 
did not for a moment argue about the 
need for bringing railways and offices 


within the scope of similar legislation, and 
the matter 
sideration. 


was now under active con- 
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London: British Transport Commission. Price 1s | 
Tot 
2. BRITISH RAILWAYS 
(A) Passenger Journeys Originating 
Region 
Total 
London Midland Western Southern Eastern North Eastern Scottish 
+ or Or TOF roe Tae = or = + or=— 
over over over over over over over 
1947 1947 1947 1947 1947 aed 2 1947 
Per cent. Per cen Per cent Per cent. Per cent. Per c Per cent. Loade 
Full fares -, 1,691,807 (+-5-59)' 1,200,542 (—8- 62) 2,194,787 (+-13- 93) 953,873 (-+41:24) 205,999(—17-46) 354,343 (—8- 97) 6,601,351 (+7-22) Me 
Monthly return 8,249,888 (-}-19-63) 2,834,815 (+4-96) 9,168,076 (+2671) 2,470,490 (+15:77)| 896,052 (—4-31) 1,315,142 (—I1-64)'24,934,463 (+ 16-56) Cla 
Excursion, week-end, cheap Mil 
day, etc. 1,405,460(+122-01), 728,322 (+84-97) 925,243 (+43-23) 327,992 (+82-63) 258,046 (+60-25), 336,968 (+134-01) 3,982,031 (+84-57) (Cl 
Workmen .. 7,257,622 (—5-46)' 1,906,034 (—8-38) 6,128,960 (+1-80) 1,868,488(—10-60) 975,532 (—16-30) 1,024,679 (—3-40) 19,161,315 (—4-64) Co 
Other descriptions 1,588,154 (—1-83)  986,539(—13-51)\ 1,669,774 (—7-90)| 769,018 (+4-84)| 440,258 (—5:54) 427,625 (—18-50) 5,881,368 (—6-58) 
Total, excluding season To 
tickets. 20,192,931 (+9-59) 7,656,252 (40-35) 20,086,840(+13-86)) 6,389,861 (+9-93)| 2,775,887 (—6-81), 3,458,757 (—4-11) 60,560,528 (+7-96) 
Season tickets (all descrip- Empt 
tions) 6,101,133 (—16-68) 2,642,396 (—11-48), 13,037,874(+15-08)| 2,323,150 (—16-23)) 659, 350 (- -21- ia be I 917, $43 ~~ 16: #) 26, add chee (—3-18) act 
-— — ‘ ota 
Total, including season | em 
tickets 26,294,064 (-+-2-12) 10,298,648 (—2-97)|33, 124,714 (-+14-34)| 8,713,011 (+1-48) 3,435,237 (—10-14)) 5,376,300 (—9-01) 87,241,974 (+4-29) 
(B) Freight Tonnage Originating 
| Region Loco 
| ; | Total Coac 
| Freig 
London Midland | Western Southern Eastern North Eastern Scottish | 
or Por = + or or — or or — +or-— 
over over over over over over over 
1947 1947 1947 1947 1947 1947 1947 
Tons Per cent Tons Per cent. Tons Per cent. Tons Per cent. Tons Per cent. Tons Per cent. Tons Per cent. 
Merchandise (excluding 
Classes 1-6) & livestock... 1,217,000 (—5:00) 732,724 (—6-73) 254,772 (—3-21); 520,400(—19-73), 551,500 (+5-05)| 634,839 (—9-53)) 3,911,235 (—6-98) Ge 
Minerals & Merchandise | 1,498,900 (+7-93) 565,691 (+14-11) 123,018 (+1061) 642,700 (+3: 15)) 813,900 (+36°15)) 594,902 (-+32-59)) 4,239,111 (+15-65) Lig 
(Classes |-6) } wea 
Coal & Coke 3,967,100 (40-02) 1,718,528 (+0-20), 243,237 (+6-57)) 1,850,700 (+7: 86)| 2,152,800 (+6-82)) 1,656,052 (—0-93) 11,588,417 (+2-44) = 
Total, all classes of traffic ..., 6,683,000 (+0-71)| 3,016,943 (+0: 62) ~ 621,027 (+304), 3,013,800 (+0-89), 3,518,200 (+ 12-11), 2,885,793 (+2-26)| 19,738,763 (-+2-90) = 
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« a, 9 
oniy (C) Net Ton Miles 
due 
ls in | Region 
 be- Total 
) 
coal London Midland Western Southern Eastern North Eastern Scottish 
tons 
etter + Or + or + or + or — + or + or + or — 
train over over over over over over over 
aie 1947 1947 1947 1947 1947 1947 1947 
. \ per cent. per cent. per cent. per cent. per cent. per cent. per cent. 
hour Merchandise (excluding 
poor “lasses 1-6) & livestock | 172,477,217 (—4-14) 101,402,778 (—4-66) 24,345,368 (—0-93) 73,756,512 (—4-22) 50,161,786 (+5-19) 83,887,555 (—7-77) 506,031,216 (—3-89) 
Minerals & merchandise 
(Classes 1-6) . 126,956, 154 64,888, 332 (+30-85) 13,855,781 (+ 10-24) 89,147,527 (-+14-12)/32,920,218 (+ 36-76) 40,977,381 (+20-68) en 1930 
(+15-29) rhe: 
Coal & Coke .. 253,866,416 (—6-67) 112,030,888 21,428,006 (— 17-64) 151,326,037 (—3-11)'61,376,347 (+3-28)' 68,364,506 (—3-17) 668,392,200 (—6-12) 
( ) 
Total, all classes of traffic ... 553,299,787 (— -56)|278,321,998 (—1 -88) 59,629,155 (—5-59) 314,230,076 (+0-94)| 144,458,351 193,229,442 (—1-17) 1543, 168,009 ai 
(+10-12) nl 
. Or _ 
c. 
(D) Train Miles 
90 Region 
Total 
-— London Midland Western Southern Eastern North Eastern Scottish 
; | 
,630 
359 + or or or + or or + or tor — 
|,784 over over over over over over over 
1947 1947 1947 1947 1947 1947 1947 
251 per cent. per cent. per cent per cent per cent. per cent. per cent. 
Coaching train miles 
Loaded ... ie 4,287,574 (—1-10) 2,585,481 (+0-88) 3,893,230 (—1-46) 2,311,350 (+4-73) 1,014,467 (—I-41) 1,722,912 (—0-30) 15,815,014 (+0-01) 
548 Empty 150,944 (+4-67), 123,440 (+1-31)) 107,170 (—6-94) 94,044(+18-02) 45,729 (+7-62) 65,658 (—2-85), 586,985 (+2-80) 
449 
471 Total loaded & empty .... 4,438,518 (—0-92) 2,708,921 (+0-90)) 4,000,400 (—1I-61) 2,405,394 (+5-19) 1,060,196 (—1-05) 1,788,570 (—0-40) 16,401,999 (+0-I1) 
468 Freight train miles 
Loaded 2,770,987 (+-0-36); 1,529,506 (+2°32) 494,849 (—1-85) 1,508,350 (+4-31) 872,118(+10-74) 1,424,898 (—0-65) 8,600,708 (+2-05) 
Empty 480,789 (—1-50) 184,718 (+4-97) 9,880 (—18-35) 300,632 (0-86) 187,382(+12-55) 207,402 (+2-15) 1,370,803 (+1-62) 
71 
58 Totalloaded & empty ...! 3,251,776 (+0-08) 1,714,224 (+2-60) 504,729 (-—2-24) 1,808,982 (+3-41) 1,059,500 (+11-06) 1,632,300 (—0-30) 9,971,511 (+1-99) 
129 Total coaching & freight 
train miles 
848 Loaded 7,058,561 (—0-54) 4,114,987 (+1-41) 4,388,079 (—1I-50)| 3,819,700 (+4-56) 1,886,585 (+3-86) 3,147,810 (—0-46) 24,415,722 (+0-72) 
Empty 631,733 (—0-10) 308,158 (+3-47) 117,050 (—8-02) 394,676 (+3-07) 233,111( +11-55) 273,060 (+0-90)| 1,957,788 (+1-97) 
Total loaded & empty ... 7,690,294 (0:50) 4,423,145 (+1-55) 4,505,129 (—1-68) 4,214,376 (+4:°42) 2,119,696 (+4-°65) 3,420,870 (-—0-35) 26,373,510 (+0-81) 
(E) Wagon Miles 
Region 
one Total 
London Midland Western Southern Eastern North Eastern Scottish 
+ or — + or + or — + Or + or +or— Lor — 
or — over over over over over Over over 
ver 1947 1947 1947 1947 1947 1947 1947 
947 per cent. per cent. per cent. per cent. per cent per cent. per cent. 
- cent. Loaded wagon miles 
7-22) Merchandise (excludin 
16-56) Classes 1-6) & livestock |48,239,978 (—3-17) 26,701,806 (—3-01) 7,275,527 (—2-45) 20,749,070 (+1-30) 15,569,491 (+4-05) 22,647,828 (—5-45) 141,183,700 (—2- 10) 
Minerals & merchandise 
34-57) (Classes 1-6) van 11,424,194 (-+11-67)! 6,840,143 (+-28-96) 1,677,760 (+12-96) 8,590,380 (-+11-94)| 3,281,413 (+36-11) | 4,624,569 (+17-70)|36,438,459 (+17-41) 
4-64) Coal & coke ...|25,285,424 (—11-26)| 10,114,012 (—12-79) 2,190,913 (—19-89) 15,042,230 (—8-06)| 5,091,149 (—4-16)| 6,630,520 (—9-68)' 64,354,248 (—10-42) 
6:58 3.942 05 917 (—3 24 ) 
) Total loaded wagon miles 84,949,596 (—4-06)!43,655,961 (—1I°75) 11,144,200 (—4-57) 44,381,680 (—0-30)/23,942,053 (+5-54) 33,902,917 (—3-75) 241,976,407 (—2-07) 
7-96 | 
, Empty wagon miles... ...|31,833,267 (—2-39)| 13,693,741 (+3-72) 3,765,906 (—6-13)'21,648,982 (+8-96) 8,874,830 (+13-23)!10,290,929 (+1-87)/90,107,655 (+2-82) 
3-18 : - - —- 
Total wagon miles, loaded & 
empty ia ee sa) bhaebanabiad 3-61)|57,349,702 (0-49) 14,910,106 (—4-97) 66,030,662 (+2-56) 32,816,883 (+7-51) 44,193,846 (—2-50) 332,084,062 (—0-79) 
4-29) : 
(F) Rolling Stock Position 4. LONDON TRANSPORT (C) Rolling Stock Position 
Operat- Number Service- Service- (A) Passenger Journeys Originating Operat- Number Service- Service- 
ing under able able . or ing under able able 
stock repair stock Rag: > 9 Number over 1947 stock repair stock = 
in 
Locomotives 20,359 4,187 16,172 15,725 Raiways 50,795,132 ° a 5.92. Railwayvehicles 3,946 451 3,430 3,310 
Coaching vehicles 55,384 6,397 48,987 47,449 y ; vars Buses & coaches 7,350 1,074 6,276 5,976 
Buses & coache - 213,617,228 8-52 ’ , 
Freight wagons 1,204,867 134,302 1,070,565 1,089,079 Thame & Trollevbusés 95,325,000 6-75 Trams & trolley- 
Y lela buses ... . 2,609 279 2,330 2,330 
Total 359,737,360 7:67 
ie 3. INLAND WATERWAYS 5. STAFF 
+ or — 7 —s 
ad Tonnage of traffic and ton-miles Sete tendon tte 
1947 oe + or (B) Rail and Road Car Miles Totalstaff Rail- Trans- Water- 
er cent over Ton- over employed ways port ways 
Tonnage 1947 miles 1947 ft or — Salaried (Adminis- 
6:98) per cent. per cent. Miles over 1947 trative, Technical 
15-65) General merchandise239,445-+ 16°10 5,061,534 1-27 per cent. & Clerical) ... 121,272 109,857 10,650 656 
Liquids in bulk 130,731 +11-78 3,360,024 +21-48 Railways ‘a 16,856,252 + 10-49 Operating : 399,469 340,929 56911 1,629 
+2-44) Coal, coke, patent Buses & coache eee 23,398, 189 3°57 Maintenance ... 243,110 213,396 27,817 1,897 
at fuel and peat ... 370,629 +17-83 5,778,380 +23:59 Trams &trolleybuses... 8,670,183 3-60 Other ... 33,294 29,638 3,645 — 
2-90) Total (all classes of : --- onicanttitgiegiedainet Madsen icubicbasiisiiick 
traffic) ... «740,805 +16°1614,199,938 +12-98 Total 48,924,624 + 5°86 Total 797,145 693,820 99,023 4,182 
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Notes and News 


Engineer Required—A _ Progress & 
Planning Engineer is required by the 
London Transport Executive. See Official 


Notices on page 59 


Quantity Surveyor Required. — A 
quantity surveyor, with a thorough know- 
ledge of building and other structural 
work, and able to prepare bills of quanti- 
ties in accordance with standard method of 
measurement, is required by the Queens 
land Government Railways. See Official 
Notices on page 59. 


British Transport Commission Interest. 

Warrants for the first half-year’s interest 
on British Transport 3 per cent. guaranteed 
stock. due July 1, were posted on June 30. 
The warrants are similar in style to the 
dividend warrants of the main-line com 
panies and bear the signature of A. H. 
Wilson, Comptroller, British Transport 
Commission, in place of those of the sec- 
retaries of the erstwhile companies. 


Australia to Build Diesel Locomotives. 

Reuters reports that an agreement has 
been signed by the Clyde Engineering 
Company, Australia, and the Electro 
Motive Division of the General Motors 
Corporation, whereby the Australian con- 
cern will build diesels at its works at 
Granville, New South Wales. Major com- 
ponents of the locomotives will be ex- 
ported to Australia, and other parts will be 
manufactured at Granville. It is of in 
terest to note that the Clyde Engineering 
Company is one of the oldest firms of its 
kind in Australia and is celebrating its 
50th anniversary this year. 


Second British Main-Line Diesel Com- 
pleted.—The second diesel-electric loco- 
motive to be built for main-line express 
duty on British Railways began its trials 
at Derby Works, London Midland Region, 
on July 5. After a short period of pre 
liminary running, this 1,600-h.p. unit, No. 
1001, will be tried out in conjunction 
with its predecessor, No. 10000, on West 
Coast route express passenger trains 
between London Euston and Glasgow 
Central, the two identical units being 
coupled together as one 3,200-h.p. loco- 
motive. Comparative tests will be made 
between the performance of this twin diesel- 
electric unit and that of the latest im- 
proved design of steam locomotive. The 
first of these, No. 46256, Sir William A. 
Stanier, F.R.S., was completed at the end 
of last year (see our January 2, 1948, 
issue), and the second, No. 46257, City of 
Salford, recently has been completed at 
Crewe works. 


Mechanical Handling Equipment.—A 
film in colour has been sponsored by the 


Mechanical Handling Engineers’ Associa- 
tion, 94, Petty France, Westminster, 


S.W.1, which demonstrates very clearly the 
wide possibilities of mechanical methods 
of transporting goods in industry. This 
film, which was shown privately in 
London last week, has been divided into 
four main parts, each complete in itself, 
covering coal and ash handling, handling 
of bulk materials such as gravel and phos- 
phates, ferrous and non-ferrous metal 
handling, and industrial handling gener- 
ally. Included in the last named section 
are some excellent shots of baggage hand- 
ling at Southampton Docks, and the 
section dealing with the movement of coal 
and ash, which is based mainly on power 
station and gaswork practice, includes 
shots of locomotive coaling plant in opera- 
tion. The film will be shown at the 
Mechanical Handling Exhibition at 


THE RAILWAY GAZETTE 


Olympia from July 12-20, and at a later 
date will be made available to trade 
organisations and professional institutions 
whose members are faced with problems 
involving the movement of goods. 


Electricians Required.—Qualified Elec- 
tricians (Telegraph & Telephone) are re- 
quired by the South African Railways. See 
Official Notices on page 59. 


Minister of Supply Visits Locomotive 
Works.—On June 24, Mr. G. R. Strauss, 
Minister of Supply, visited the Darlington 
works of Robert Stephenson & Hawthorns 
Limited, where he was received by Mr. G. 
Collingwood, T.D., Managing Director. 
One order going through these shops at 
the present time is for the Central Argentine 
Railway, and consists of fifteen 5 ft. 6 in. 
gauge 48-0 goods locomotives, with 


July 9, 1948 


which is incorporated during manufacture 
and which possesses all the properties of 
the basic material together with the fine 
appearance of the natural wood. 


Southampton—St. Malo Direct Service, 
—The direct service between Southampton 
and St. Malo was restored on July 5 by 
the Channel cruise ship ss. Falaise. The 
service operates twice weekly in each 
direction, the outwards journey on Mon- 
days and Wednesdays, and the inwards 
on Tuesdays and Thursdays. Connecting 
trains depart from and arrive at Waterloo 
at 8.20 p.m. and 10 a.m. respectively. 


Southern Region July Excursions.—This 
month the Southern Region has arranged a 
programme of more than 400 cheap day 
excursions, including many from London 
and suburban stations to the South Coast; 


Minister of Supply at Darlington Locomotive Works 





The above group at the works of Robert Stephenson & Hawthorns Limited, standing 
in front of one of a batch of goods locomotives being built for the Central Argentine 


Railway, includes (left to right) Mr. C. P. Baty, 

Secretary ; Mr. G. Collingwood, Managing Director ; 

Supply; Mr. F. C. Wake, Regional Controller, 
Lawson ; 

Photo| 


double bogie tenders. The Minister was 
able to inspect one of the locomotives 
under steam, and, before leaving, paid a 
tribute to the valuable contribution the 
firm is making to the national recovery 
effort. 


The Hotels Executive——On Thursday, 
July 1, the Railway Executive handed over 
responsibiiity for railway hotels, refresh- 
ment rooms and dining cars to the Hotels 
Executive, of which Lord Inman is Chair- 
man. The temporary headquarters of the 
Hotels Executive is at Euston Station. 


_ Holoplast Plastic Panelling.—In our 
issue of June 18 there was a reference to 


the laminated structural plastic material 
Holoplast on page 728. We would point 
out, however, that the firm of Holoplast 


Limited, New Hythe, nr. Maidstone, Kent. 
are the makers of this panelling, not the 
Metropolitan Plywood Company, who act 
as distributors of Holoplast materials and 
are the manufacturers of Selenore plastic 
composition board. Holoplast products are 
supplied in a variety of finishes, decorative 
and utilitarian, one being a wood veneer 


Works Manager ; Mr. H. Dodsworth, 
Mr. G. R. Strauss, Minister of 
Ministry of Supply; and Mr. T. H. 


Chargehand Erector 


\ Northern Echo 


and from provincial and coastal towns to 
London. These will be run on Tuesdays. 
Wednesdays, and Thursdays, different 
resorts being served on different days. 
There are also many cross-country trips 
between provincial and coastal towns. A 
new feature on this occasion is the intro- 
duction of a number of excursions on 
Sundays from suburban stations to sea- 
side towns, and between provincial stations 
and coastal resorts. 


San Paulo Purchase Negotiations.—The 
directors of the San Paulo (Brazilian) 
Railway Co. Ltd. have announced that the 
payment to the company of the recognised 
capital of £6,638,802 15s. 11d. and interest 
at 7 per cent. per annum thereon is being 
examined by the appropriate authorities 
created by the newly formed Constitution 
of Brazil, and for nearly two years has 
been proceeding steadily forward. The 
case is now reaching finality and the 
directors have every reason to believe that 
this payment will be made in the near 
future. The claim for unrecognised 
capital is a more complicated affair and 
may take a long time to settle. When 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
pro visions of that Order. 


South African Railways 


VACANCIES FOR COMMUNICATION ELECTRICIANS 





BY Ministry of Labour and 
National Service under the Control of Engage- 
ment Order, 1947, applications are invited from 
qualified Electricians (Telegraph and Telephone) for 
employment on the South African Railways. Appli- 
cants must have served an apprenticeship or recog- 
nised equivalent. Appointment will be on a five- 
year contractual basis and includes free passages to 
South Africa for successful applicants and their 
families and free return passages after five years 
unless absorbed in the South African Railway service 
and subject to certain conditions. The rate of pay 


permission of the 


is 3s. 6d. per hour for a 46-hour weck, plus a tem- 
porary cost-of-living allowance, at present £140 per 
annum for married and £40 per annum for single 


personnel. 


Applications, giving age and full details of experi- 


ence, may be made in writing to the SECRETARY, 
OFFICE OF THE HIGH COMMISSIONER FOR THE UNION 
or SoutH Arrica, Trafalgar Square, London, W.C.2, 


quoting reference number 15/421, or in person to any 
Employment Exchange (reference O.M.P. 45817) 


[NTERNATIONAL RAILWAY ASSOCIATIONS. 

Notes on the work of the various associations 
concerned with International traffic, principally on the 
European Continent. 2s. By post 2s. 2d. 
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OFFICIAL NOTICES 


L ONDON TRANSPORT EXECUTIVE.—Appli- 

cations are invited for a Progress and Planning 
Engineer in the office of the Assistant Mechanical 
Engineer (Workshops) at Acton. Applicants should 
have a sound knowledge of the theory and practice 
of incentive bonus schemes, experience in planning 
works output and ability to deal with supply prob- 
lems. An Engineering Degree or Associate Member- 
ship or Membership of one of the three Senior 
Engineering Institutions would be an advantage. 
The successful candidate will be required to guide, 
co-ordinate and control three sub-sections dealing 
with (a) incentive bonus schemes, including negotia- 
tions with staff; (6) planning and recording work in 
the Acton shops and of special work in depots; (c) 
planning of supply of materials for works and depots. 
The commencing salary for the post is £1,100 per 
annum. The successful applicant will be required to 
Pass a medical examination, and upon completion of 
a satisfactory probationary period, membership of a 
comutibutory superannuation fund is comypulsory 
Canvassing, either directly or indirectly, will dis- 
qualify. 

Applications giving full details of age, qualifica- 
tions, training and experience should be sent to the 
StakF OrriceR (F/EV_ 11), LONDON TRANSPORT 
ExeECUTIVE, 55, Broadway, S.W.1, within 14 days of 
the appearance of this advertisement. 

For acknowledgment, enclose addressed envelope 
July 2, 1948 
BH. 


St4Npan» MILITARY RAILWAY BRIDGES 
F. S. Bond. A description of the different 
types ,? bridges designed for rapid erection in the 


field by the Allied Forces, and of the various 
methods employed in such erection. 28 pages. 9 in. 
by 12 in.; fully illustrated. Paper cover 5s By 


post 5s. 2d 


Australia 


GOVERNMENT 





QUEENSLAND RAILWAYS 
POSITION VACANT 
A PPLICATIONS will be received by the under- 
Signed until August 16, 1948, from members of 
a recognised Professional Institution for the position 
of Quantity Surveyor in the service of the Commis- 
sioner for Railways, Brisbane, Queensland, Australia. 

Present salary range £556 to £681 (Australian cur- 
rency) per annum. 

Applicants must have a 
building and other structural 
rrepare bills of quantities in 
dard method of measurement 

Applicants should furnish full details of 
tions and experience. 

The appointment may be made at any commencing 
salary within the above range according to qualifica- 
tions and experience. 


thorough knowledge of 
work, and be able to 
accordance with stan- 


qualifica- 


Particulars required to be furnished by applicants 
and conditions of employment will be supplied on 
application to the undersigned 

L. H. PIKe, 


Agent-General for Queensland, 
Australia, 
409-410 Strand, 
London, W.C.2. 


Tere ADSSSTTR ATION IN TROPI- 

EPENDENCIES. By George V. O. 
Bulkeley. CBE. MT Mech E. With chapters on 
Finance, Accounting and Statistical Method. In 
collaboration with Ernest J. Smith, F.C.LS., for- 
merly Chief Accountant, Nigerian Government Rail- 
way 190 pages Medium 8vo. Full cloth. Price 
20s. By post 20s. 6d. 








this claim is settled, the extent of the 
assets which remain in the company’s 
hands will be known definitely, and it is on 
this that the value of the equity depends. 
The price of the stock on the Stock 
Exchange, varying as it has done from 
day to day, is the perfectly legitimate 
affair of those who like to exercise their 
own judgment. The directors cannot take 
any responsibility for speculation. 
Best Refreshment Room Competition.— 


Results have been announced of the com- 
petition between the 68 refreshment rooms 


in the Southern area of the former 
L.N.E.R., for the best refreshment room 
services. Norwich was top in Area 1. 


with 93-68 marks, and Ipswich second: and 
Kings Cross Buffet winner in Area 2 with 
93-50; Manchester (London Road) was 
runner-up. 


Railway Strike Called in Canada.—The 
18 International Railway Brotherhoods 
which have been negotiating unsuccessfully 
with a Government Conciliation Board for 
a wage increase announced in Montreal 
that they had appointed July 15 as the 
date for a country-wide strike affecting 
125,000 railwaymen. The Chairman left 
the door open for further negotiations 
before that date. The brotherhoods are 
asking for a wage increase of 35 cents an 
hour for the railwaymen, and _ they 
have rejected unanimously the Conciliation 
Board’s recommendations for a 7 cents an 
hour increase. The strike is due to begin 
at 6 a.m. on July 15. and operating staff 
would leave their jobs on completion of 
their runs. 


Transport Commission and Research 
Organisation—Under the Transport Act, 
1947, the British Transport Commission is 
empowered to provide facilities for re- 
search. and in the exercise of those func- 
tions to act on lines settled with the 
approval of the Minister of Transport. In 
the past, the railway companies and 
London Transport themselves established 
certain research organisations. As a first 
step in executing its powers, the Commis- 
sion last February invited Sir William 
Arthur Stanier, F.R.S., Sir Charles 
Frederick Goodeve, F.R.S., Dr. H. L. Guy, 
F.R.S., Sir Thomas Merton, F.R.S., and 
Mr. R. A. Riddles to advise it, on the 


following terms of reference:—* To ex- 
amine and report on the arrangements for 
conducting research in the railway and 
other undertakings vested in the British 
Transport Commission, and to make sug- 
gestions for the organisation of such work 
in future.” The committee is at present 
engaged in examining the existing re- 
search facilities of the various under- 
takings controlled by the Commission. 


Staffordshire Road Bridge Reconstruc- 
tion.—For strengthening the superstructure 
of the bridge which carries the Bucknall 
Road (A.52) over the Bid- 
dulph Valley railway 
at Bucknall & Northwood 
station (Staffs), a contract 
has been placed on behalf 
of the Stoke-on-Trent Cor- 
poration, by the London 
Midland Region of British 
Railways, with Fletcher & 
Co. (Contractors) Ltd., of 
Mansfield, Notts. The 
existing cast-iron longitu- 
dinal girders and timber 
flooring are to be replaced 
by a new slab-deck of 
rolled-steel joists encased 
in concrete, and the exist- 
ing masonry abutments are 
to be modified to allow for 
future jacking-up, should 
nr A necessitate the 
raising of the deck of the 
bridge. The new super- 
structure will have the 
same dimensions as that of 
the existing bridge, namely, 


35 ft. 7 in. between para- 
pets, with a 24-ft. 4-in. 
carriageway, and it is 
expected that this part 
of the construction will 
take approximately five 


months to complete. Work 


will be carried out on 
one side of the bridge 


at a time, so that one lane 
of the carriageway will re- 


main in use throughout 
construction. The rebuild- 
ing of the bridge at 


Bucknall & Northwood is the 


to commence soon. 


line The 





Miss Jean Kent, the film star, giving the 


“Queen of Scots” to leave Kings 
Glasgow on July 5 (see paragraph above) 


Resumed “ Queen of Scots” Pullman 
Service—When the “Queen of Scots” 
weekday service was resumed on July 5, 
after being discontinued since early in the 
war, the first train to leave London for 
Glasgow Queen Street was signalled out of 
Kings Cross at 11.30 a.m. by the film star, 
Jean Kent. On arriving at the station, 
Miss Kent was welcomed by Mr. C. K. 
Bird, Chief Regional Officer, Eastern 
Region. and Mr. F. D. M. Harding, 
General Manager of the Pullman Car Co. 
Ltd., and before giving the signal for 
departure she was introduced to the train 


** Queen of Scots” Pullman 


signal for 
Cross for 
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crew by ‘Mr. J. S. Jones, Assistant Loco- 
motive Running Superintendent, Eastern 
Region, Western Section. Apart from the 
regular passengers, there was a small party 
which travelled as guests of Mr. Harding, 
including a number of employees of 
the firm. The party travelled as far as 
Leeds Central, which was reached non-stop 
in the scheduled time, and the return 
journey to Kings Cross was made on the 
second train of the “Queen of Scots” 
service, which arrives at Leeds from Glas- 
gow at 4.30 p.m. and reaches London at 
8.19 p.m.; this also was on time. Those 
travelling by this train are able to benefit 
from a new service introduced by the 
Pullman Car Company. whereby passen- 
gers, while on the train, can book hire 
service cars to meet them at Kings Cross. 
This arrangement already operates on the 
‘Yorkshire Pullman” and is much appre- 
ciated by passengers. Other particulars of 
the “ Queen of Scots” service are given in 
an editorial note this week. 

L.M.R. Trains in Experimental Liveries. 
—The first trains on the London Midland 
Region in experimental British Railways 
liveries began running on July 5, and will 
continue for an indefinite period. The ser 
vices concerned and the liveries adopted 
are as follow: 


Rolling Loco- 
Train stock motive 
colours colours 

10 a.m. Euston to Glasgow Plum & oe le 
Central (return 10 a.m. spilt milk 4-6-2 blue 
Glasgow Central toEuston 
next day) 

10 a.m. Euston to Glasgow Chocolate Class “‘7”’ 
Central (return 10 a.m. & cream 4-6-2 blue 
Glasgow Central to 
Euston next day) 

8.55 a.m. Eustonto Wolver- Plum & Class **6”’ 
hampton spilt milk 4-6-0 green 

4.5 p.m. Wolverhampton to ss 
Euston 

10.30 a.m. Liverpool Ex- Chocolate Class ‘*5”’ 
change to Newcastle & cream 4-6-0 black 

5 p.m. Newcastle to Liver- - - 
pool Exchange 

9.15 a.m. Bradford Forster - Class *‘SX"’ 
Sq. to St. Pancras 4-6-0 green 

4.50 p.m. St. Pancras to oi te 
Bradford Forster Sq. 

Members of the public are invited to 


write to Box “ A,” Railway Executive, 222, 
Marylebone Road, London, N.W.1. ex- 


pressing opinions of these colours. 
Advisory Panel for “ Frustrated Ex- 
ports.’°—The President of the Board of 


Trade recently announced that the Associa- 
ion of British Chambers of Commerce 
nad undertaken to advise the Board con- 
cerning applications for permission to 
release for the home market “ frustrated ” 
export goods (goods stated to be shut out 
of the markets for which they were 
originally intended, and for which a buyer 
has not been found in alternative overseas 
markets). The Association has constituted 
the advisory panel as follows:—Mr. John 
McLean (President of the Association), 
Mr. A. H. S. Hinchliffe (Deputy-President 


of the Association), Colonel R. H. Gold- 
thorp (Chairman of the Overseas Com- 
mittee of the Association), and Mr. J. K. 


Council 
Overseas 


Executive 
and of its 


Tyre (member of the 
of the Association 
Committee). 


Forthcoming Meetings 


July 10 (Sat.).—British Railways, Southern 
Region, Lecture & Debating Society, 
tour over course of Surrey Iron Rail- 


ay. 

July 21 (Wed.).—British Standards Institu- 
tion, at the Institution of Electrical 
Engineers, Savoy Place, Victoria Em- 
bankment, London, W.C.2, at 3 p.m. 
Annual general meeting. 
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Railway Stock Market 


Awaiting Berlin developments, stock 
markets have continued to reflect absence 
of buying and marking down of prices 
following very moderate selling. British 
Funds participated in the general trend, 
partly because sentiment was affected by 
the very poor National Savings figures, 
and partly because Sir Stafford Cripps’ 
latest speech emphasised the possibility of 
the drain on Britain’s gold and dollar re- 
serves being such that further “cuts” in 
imports from hard currency countries may 
be inevitable. Much will depend, of 
course, on the extent of progress with the 
export drive. 

There has been very little 
British Funds, but demand 
away, bringing 3 ver cent. 
(1978-88) stock back to 96, 
Electricity to 99%. Transport 3 per cent. 
(1968-73) at one time last week changed 
hands over par—the second of the 
nationalisation stocks to do this—but at 
the time of writing there has been a re 
action to 994. It seems inevitable that so 
soon as a nationalisation stock goes to par, 
there is immediately a large volume of 
selling. Many holders. in fact, have in- 
structed their brokers to sell at par or 
over. 

Next addition to 
British Gas stock, but whether there will 
be a British Steel stock is open to doubt 
in the market. The Government appar- 
ently intends to go forward with its steel 
nationalisation plans, but it is felt that in 
iny case compensation will not be effected 
by Government stock, as was the case 
with the railways. The issue of millions 
of new stock would be involved. and this, 
it is contended in the City, would mean 
there would be too much Government 
stock for investors to absorb. 

There have been a series of sharp fluc 
tuations and declines in Brazilian rail 
stocks, the market in which is nervous, 
largely because of considerable  vrofes- 
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has fallen 
Transport 
and 3 per cent. 
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sional “ bear” selling. This has followed 
the indiscriminate buying in evidenc 
earlier in the year when the market wa 
dominated by bullish views of take-over 
possibilities and estimates of compensa- 
tion in the event of this. 

San Paulo ordinary, which earlier in the 
year changed hands up to 195, has nov 
come back further to 159 on the directors ‘ 
statement indicating that the company’s ful! 
compensation claims may take a good 
time to settle, although payment of the 
‘recognised capital” of £6,638.802 is ex- 
pected in the near future. The directors 
point out that it is on the compensation 
for “ unrecognised capital” that the valu 


of the ordinary or equity stock will 
depend. 
Leopoldina stocks also have continued 


to fluctuate, the ordinary being 10, the pre 


ference 30, and 4 ner cent. debentures 
60!. after earlier declines; while Leo 
poldina Terminal debentures were 60 


The Leopoldina statement shows that there 
is no reason to exnect early take-over 
developments, but that on the other hand 
the directors are keeping in very close 
touch with Brazil. Central Uruguay stocks 
reacted following the action of the second 


debenture stockholders in rejecting the 
* share-out ” scheme. The first deben 
tures receded to 107, while the second 


debentures were 79 and the ordinary stock 


8}. The market hopes that moves to 
effect a compromise between Central 
Uruguay ordinary’ stockholders and 


holders of the second debentures will prove 
successful, because on this probably will 
depend the fate of the whole “ share-out ” 
scheme for stockholders in the various 
Uruguayan railways. 

In other directions, Antofagasta eased to 
103, while Beira Railway bearer shares 
were back to S5ls., Manila Railway “A” 
debentures to 94, and the preference shares 
10s. 9d. Canadian Pacifics eased to 24}. 
and in other directions, United of Havana 
1906 debentures at 154 failed to benefit 
from the latest news from Cuba. 


Traffic Table of Overseas and Foreign Railways 


Traffics for week = Aggregate traffics to date 
oe 
Railways Miles Week ba Total 
open ended Total Inc. or or o pe het or 
compare ecrease 
this year with 1946/47 3 1947/8 
£ £ £ 
/ Antofagasta ... 834 27.6.48 51,090 16,260 25 1,345,220 316,700 
— ots : 174 May, 1948 $23,890 $91,340 22 $398,711 — $166,167 
razi ; a . : 
Cent. Uruguay 970 28.6.48 33,127 6,000 52 1,930,198 | + 8,224 
S| Costa Rica 262 May., 1948 38,913 2,930 | 48 349,643 + 26,895 
5 | Dorada 70 Mar., 1948 19,700 9,500 13 59,500 30,000 
E | G.W. of Brazil 1,030 26.6.48 22,300 2,700 2 880,600 31,500 
< | Inter. Ctl. Amer. ... 794 7 May., 1948 $1,184,569 $34,136 | 22 $5,997,252 + $96,473 
| LaGuaira .. 223 June., 1948 $116,312 $4,691 | 26 $640,293 | — $44,089 
& | Leopoldina , 1,918 26.6.48 51,887 20,405 , 25 1,325,679 | - 312,438 
E< Midland Uruguay 319 | May, 1948 22/020 3,724 | 48 208,409 + 21,309 
OU | Nitrate x 382 30.6.48 13,567 1,361 | 26 147,025 32,725 
os | N.W. of Uruguay 113 May, 1948 5.699 1,561 48 60,982 - 2,197 
< | Paraguay Cent. ° 274 25.6.48 787,850 74,381 SI €3,533,714 ($227,188 
3 | Peru Corp. 1,059 May., 1948 180,761 22,005 48 1,907,324 230,353 
oO] Salvador PF 100 Apr., 1948 c175,000 c30,000 43 c1,796,600 ¢313,600 
“T San Paulo 1534 - 
Taltal ; ; 156 May, 1948 8,940 5,240 | 48 89,020 44,305 
United of Havana | 1,301 26.6.48 43,859 25,978 | 52 3,882,271 280,124 
Uruguay Northern 73 May, 1948 1,850 |— 1,615 | 48 13,995 2,231 
5 
s | Canadian National ... 23,535 May, 1948 10,286,250 647,750 22 47,189,000 + 3,476,750 
5 Canadian Pacific 17,037 May, 1948 7,051,250 360,000 | 22 33,321,000 _ + 2,231,000 
Barsi Lightt re 202 = May., 1948 27,150 4,575 8 57,877 | + 6,007 
Beira Re 204 Mar., 1948 130,824 (4 33,115 | 26 711,144 | 4 167,195 
» | Egyptian Delta . 607 10.5.48 19,082 2,251 6 73,452 | + 6,340 
2 — és 536 | May., 1948 233,674 61,996 9 458,262 + 122,632 
= anila - ‘ is cas 
$ Mid. of W. Australia 277 Apr, 1948 29,873 9,898 43 239,345 64,049 
Nigeria as .. 1,900 | Mar., 1948 401,873 40,277 | 52 4,581,601*| + 49,128 
Rhodesia... 2,445 Sept., 1947 643,980 102,833 | 52 6,787,603 | + 612,938 
, South African 13,323 29.5.48 1,291,237 80,237 9 11,103,038 + 764,957 
Victoria 4,774 Teb., 1948 1,421,349 234,015 35 —_ a 


t Receipts are calculated @ Is. 6d. to the rupee 
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